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HOCH-SMITH INTERPRETATION 


Weare interested in the statement of Representative 
Hoch, printed elsewhere, as to the attack by the carriers 
on the decision of the Commission interpreting the Hoch- 
Smith resolution in the California fruit case. He points 
out that it is a mistaken notion that, under the transpor- 
tation act, the Commission’s first consideration must be 
to make rates that will give the railroads an adequate 
return on their valuation, and says the carriers are en- 
titled to such return only on just and reasonable rates. 
In other words, if the adequate return cannot be assured 
to carriers without making rates that are unjust and un- 
reasonable, then they must be satisfied with less. 


Of course, that is the fact. But the reasonable way 
to approach this problem is from the opposite angle. 
The purpose of the transportation act, in this respect, 
was to assure adequate revenue to the carriers. On the 
face of the situation, the duty of the Commission is to 
put rates at such a level that this revenue will ensue. It 
made an attempt to do just that in its grouping of the 
railroads and its heavy percentage advances, but it fell 
short. Its duty is to complete the job, and it is up to 
those who must pay the rates to show, in specific cases, 
that the rates proposed are unjust and unreasonable. 
They might be able to do so in some cases, but we should 
say, generally speaking, that the advance in rates neces- 
sary to place the carriers on an adequate paying basis 
is entirely justified, just as an increase in the price of a 
shave, or a cut of meat, or a pair of shoes is justified in 
order to enable the dealers in those articles to make a 
fair profit. The trouble with Mr. Hoch and his kind is 
that they assume that an increase in rates is unreasonable 
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merely because it is an increase and they think there 
should be decreases in the rates on agricultural com- 
modities, for instance, because they say there is a depres- 
sion in the industry. 

We note that Mr. Hoch upholds the Commission in 
the principles involved in its decision in the California 
case and its interpretation of the Hoch-Smith resolution, 
though, of course, he admits that the Commission may 
have misconstrued the facts or ordered confiscatory rates. 
Mr. Hoch is not the Supreme Court of the United States, 
to be sure, but he knows considerable about what his 
resolution was intended to mean. Therefore, his view 
in this respect is important, even if the rest of what he 
says is not. 


COMMISSION APPOINTMENTS 


As we observed in this column last week, the fact 
that there are to be two vacancies on the Interstate 
Commerce Commission for President Coolidge and the 
Senate to fill at the end of this year brings forward 
again intensively the question—always present—of the 
kind of appointments that should be made. Our views 
are well known on this subject and, generally speaking, 
everybody interested agrees. The places should be filled 
with men of character and ability who have had experi- 
ence that will fit them to deal with the subjects that 
come before the Commission for judgment. They should 
not be filled with “lame ducks” or others appointed 
merely because of their georgraphical location, or to 
please some class demanding representation or some 
politician demanding patronage. But very little is ever 
done to impress that view on the appointing powers and 
what little is done is, for the most part, done spasmod- 
ically and without enough force behind it. We are 
suggesting that impressive measures be taken to inform 
the President and the Senate, now and continuously, 
what kind of men should compose the Commission and 
why, and to insist that the right kind of appointments 
be made. 


What we suggest is that organizations of men 
vitally interested in the work of the Commission set up 
some sort of machinery through a central committee to 
do this thing. Among the organizations that should 
participate in this work are the National Industrial 
Traffic League, representing shippers; the American 
Railway Association, the Association of Railway Execu- 
tives, and the American Shortline Railway Association, 
tepresenting the railroads; the Associated Traffic Clubs 
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of America, representing the traffic clubs of the country, 
containing representatives of both shippers and carriers. 
Perhaps, also, the Chamber of Commerce of the United 
States might participate and, doubtless, there are others 
that will occur to anyone thinking on the subject. These 
organizations should unite on general specifications for 
suitable appointments to the Commission. As an ex- 
ample, the following was adopted by the Associated 
Traffic Clubs of America at its meeting in Cleveland in 
1923 and ratified by member clubs: 


Resolved, That it is the sense of the Associated Traffic Clubs of 
America, to be presented to the President of the United States with 
proper representations as to our qualifications to speak, that appoint- 
ments to the Interstate Commerce Commission should be made with 
sole view to the experience and the fitness of the appointees to serve 
on this body, whose functions are of the utmost importance to the 
future of the carriers and that they should not be appointed with a 
view to giving any particular group or special interest representation 
on the Commission, but be representative of the public as a whole. 
Appointees should be men who, by previous training, are qualified 
to deal with the problems coming within the jurisdiction of the 
Commission. 


We reproduce this resolution, not because it is the 
last word in what could or should be said on the subject, 
but because it is the only thing of the kind that we know 
of that has been adopted by any national representative 
organization. It is not specific as to just what kind of 
experience an appointee to the Commission should have, 
and it would be difficult to lay down definite specifica- 
tions on paper, perhaps; but it probably would not be 
difficult for a body of men capable of dealing with the 
subject to agree on a number of men as fulfilling the 
requirements. 

This leads us to the question of whether recom- 
mendations to the President and the Senate should deal 
with individuals. We should say that, in order to be 
effective, they would have to, for, even if those making 
recommendations did not care to name individuals, the 
President, when the specifications were laid before him, 
would naturally ask whom the committee had in mind 
as filling them. It ought to be made plain, in response, 
that the petitioners were not appearing in the interest 
of any individual but, if requested, they could give 
the President as large a list as he might desire of men 
that would be satisfactory. In order to do this, the 
committee dealing directly with the President for the 
organizations represented would have to have some dis- 
cretionary power, for it would be impossible to call the 
organizations together for a vote on every specific ques- 
tion that might be raised. But we believe it would be 
possible and practicable to do this and that a satisfactory 
working plan might be devised. 

What we have in mind is not merely suggesting to 
the President the kind of man or, perhaps, the particular 
man or men that should be appointed, but an insistent 
and effective effort in behalf of the program put forth. 
The President now appoints a man, not essentially be- 
cause a senator or a group of politicians suggests him, 
but because he knows the power behind the suggestion 
and what will happen if he does not agree to it. By the 
same token, a senator or a group of politicians gets 
behind a certain man and insists on his appointment, 
not because of love for that man, but for the sake of 
the political advantage that will follow the appointment. 
Our thought is that, if the organization we have in mind 
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would work by practical methods—as it would have to 
if it were successful—it would make itself felt with the 
President, the politicians, and the particular senator or 
senators interested in a certain appointment, so that 
these elements would come to desire its friendship and 
avoid its displeasure and would be inclined to meet its 
wishes. At least it would exert an influence. 

Here is a case that may illustrate what we mean. 
Not long ago, at the time of the vacancy on the Com- 
mission that was filled later by the appointment of Mr. 
Brainerd, of Oklahoma, there was a strong movement 
for the appointment of Mr. Taylor, then a member of 
the Nebraska commission. He was endorsed by cham- 
bers of commerce, agricultural societies, and influential 
individuals to the extent that, we are told, President 
Coolidge was convinced that he ought to appoint him 
and decided to do so, subject, however, to the approval 
of Senator Howell, of Nebraska. This approval the 
friends of Mr. Taylor were unable to obtain and he was 
not appointed. It is, perhaps, too much to expect that 
the kind of organization we are suggesting could con- 
vince the President of the United States that he ought 
to depart from the political custom of long standing to 
let the senators from the state involved control the 
patronage, but it is not too unreasonable to suppose 
that such an organization might have convinced Senator 
Howell that he should give the necessary endorsement, 
or, if it failed to do that, that it might have shown him 
later that it would have been better for him if he had 
done as requested, and thus strengthened itself for future 
battles. 

We realize that we are suggesting a very practical 
piece of machinery, but that is what we believe is needed. 
In order to maintain itself as a disinterested, public 
spirited body, concerned, not in individuals or geography, 
or class representation, it would have to be exceedingly 
careful. If it slipped in this respect its influence would 
be ended, and ought to be ended. But we believe it 
could be set up and that it could accomplish much good. 
We have appointments to the Commission now repre- 
senting union labor, the intermountain region of the 
United States, the traveling salesmen, the South, and 
what not, with clamor for a representative of certain coal 
interests, and more what not. Why not some appoint- 
ments representing the desire of the shipping public 
and the railroads for men who are fitted by training and 
ability and character for the work they will have to do? 
The way to get them is to go after them. 


FAIR OF THE IRON HORSE 


(Special Correspondence from Baltimore) 

The Baltimore and Ohio, September 24, opened its Fair of 
the Iron Horse to the view of the public. It is a worth-knowing 
exposition. It shows, without anything to distract the attention 
of the sightseer, the vast progress that has been made in the 
century that has passed since the Baltimore and Ohio was or- 
ganized, its name then as now being the Baltimore and Ohio, to 
serve the public as a carrier for hire. It consists of two parts, 
a pageant and an exposition building. The latter contains models 
of the facilities that have been tried in the 100 years to bring 
about the common carrier systems that now make the people of 
the United States largely independent of transportation by water 
inland, which, at the time of the railroad company’s organiza- 
tion, was the prime necessity. 

Inasmuch as Baltimore merchants could not build a canal 
across the Allegheny mountains (because there was not enough 
water on the mountain tops to float a canal boat) they decided 
to build a road on which there should be rails enabling a horse 
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to transport a maximum load with the least effort. That is, in 
substance, the foundation fact on which the Baltimore and Ohio 
was built. The Baltimore merchants, a century ago, had to do 
something that would enable them to compete with the Erie 
canal, the use of which the New York merchants had at their 
command and which they had been using for a year before the 
Baltimore merchants roused themselves to the point of under- 
taking what they built, at much greater cost than they imagined 
would be incurred, because, among other things, they underesti- 
mated the distance to the Ohio River by nearly 100 miles. Their 
idea was that if they could get to the Ohio River, they would 
prosper in their business. Rivers still were the controlling fac- 
tors in transportation, as they continued to be even to Mark 
Twain’s time. 

The pageant is the thing that gives the thrill. It shows the 
facilities of transportation from the landvois of the Indian down 
to the monster locomotives, so short a time out of the shops, 
that as they come down the stretch of track in front of the 
grand stand, one can hear their joints crack, so to speak. And 
among the giants is one sent over by the Great Western of 
England, named for King George V, the name being carried on 
a bronze tablet over the great driving wheels of that fast pas- 
senger locomotive. Contributions from many railroads, not yet 
100 years old, help make up a parade of earth-shaking servants 
of man impressive enough to jar the most blase person on earth 
into an appreciation of the far distance this country has gone 
in the century that marks the life of the Baltimore and Ohio. 

The bulky looking high-pressure production of the Delaware 
and Hudson, in particular, attracts attention. Colloquially speak- 
ing, that engine has on it everything, including the kitchen stove. 
Whether it is better than the dozens of equally new or newer 
engines that come down the exhibition track is of no concern 
here. It is an impressive looking piece of machinery. But, so 
are the engines sent, for example, by the Pennsylvania, the 
Canadian National, Canadian Pacific and the relatively small 
Western Maryland. In fact, the engine that that road sent draws 
as much attention as any other, probably because one does not 
think of the Western Maryland as needing engines as large as 
its older and larger neighbors. 


Following its custom of many years standing, the Baltimore 
and Ohio gave the Washington newspaper correspondents a 
private view of its pageant and exposition two days before the 
opening, even as it did when it tried out sails as a motive power, 
which was about the time George Stephenson was becoming 
known among the builders of railroads in this country as the 
inventor of a successful locomotive engine. It also invited them 
to see the horse treadmill it proposed using to draw the little 
four wheel open-top freight cars, the lading of which-was covered 
with tarpaulins, a custom that has not yet disappeared from 
Europe. According to report, the treadmill engine was wrecked 
on its trial trip. The Washington correspondents also journeyed 
to Baltimore to:see the race between a horse-drawn car and 
Peter Cooper’s locomotive in which the horse car was the winner. 
The Cooper engine threw a belt while it was well in the lead. 
Before the belt could be replaced the horse car got to the finish- 
ing tape. 

Those experimental trips were made while the Baltimore 
and Ohio was trying to find the motive power it should use in 
carrying out its promise to perform the service of a carrier, 
for hire, on a road on which rails had been laid. It is to be 
remembered that the corporation now celebrating its 100th an- 


hiversary was organized as a “rail road,” not as the thing now 
known as a “railroad.” 


At a luncheon given by the Baltimore Press Club, Daniel Wil- 
lard, president of the corporation, told its story. An interesting 
part of his talk had to do with the inception and growth of the 
fair. He said the officials felt that something should be done 
to mark the centennial. Nothing so elaborate as came out of 
it was planned. But so much interest was shown in the matter 
that the company, willy-nilly, was forced to expand its plans. 
No direct profit can come from the show because the fair is 
wholly free and affords only slight opportunity even for making 
money by means of excursions, because it is to last only until 
October 8. The company finally decided it would built a fair 
on land owned by it at Halethorpe, Md., about ten miles from 
Baltimore. It put up a fireproof building in which to house old 
engines, cars and the models. It then laid a temporary, but well 
ballasted track, 6,000 feet long, to be used in showing the paces 
of the old and new engines. The old John Bull, earliest of loco- 
motives in use in this country, is one of the dozen or more old- 
timers that passes over the exhibition stretch in the pageant. 
In that pageant are also floats showing, among other things, 
Henry Clay traveling by “express” stage coach from Washing- 
ton to his home at Ashland, Ky., and Abraham Lincoln coming 
to Washington in a Baltimore & Ohio train, for his inaugura- 
tion; Father Marquette peering out over the Mississippi; fed- 
eral and confederate soldiers, who were always hovering in or 
around Harper’s Ferry, making the operation of the Baltimore 
and Ohio, in the civil war days, a thing of excitement punctuated 
by no fewer than four burnings of the railroad company’s bridge 


in that four year period, not to mention five destructions hy 
flood waters, 
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President Willard said, among other things, that the com. 
pany officials felt that their work of gathering together so much 
material of historic value should not be lost. The company, he 
said, would be glad to turn over to the national government, for 
preservation, all the exhibits in the Hall of Transportation, if 
the national government could find a place for affording the pub- 
lic a view of it all the time. Chicago, he said, had done some- 
thing toward obtaining the collection of equipment and models 
but he indicated the officials were not favorably disposed toward 
the Chicago project. 

Naturally, the things in the exposition hall are interesting 
but no march of priests or knights ever imagined by writer or 
composer, impressive as are such brain-children, can have the 
heart-contracting power of the march of the locomotives. New 
locomotives, in stations or yards, are not particularly impressive 
because the newest machine is not so far superior to its im- 
mediate predecessor as to stand out. When, however, one of 
the new giants, each a beneficient agent, comes down the track, 
it comes in the proper setting of a mind retaining impressions 
of ox-carts, locomotives with upright boilers, locomotives as 
brilliantly painted as parrots, stages and Conestoga wagons. 
Each helps to form an appropriate background for the self- 
propelling power plant, each produced at a cost that represents 
a fortune to the man of moderate aspirations, and yet only one 
of the millions of tools used in the transportation needed to 
enable an American to retain life and liberty and continue the 
pursuit of happiness. 


~ COTTON BELT GOLDEN JUBILEE 


October 1 marks the fiftieth anniversary of service on the 
Cotton Belt Route. The St. Louis Southwestern Railway Lines, 
embracing a system that now serves the St. Louis and Mem- 
phis gateways, southeast Missouri, Arkansas, Louisiana, and 
Texas, with direct connections to the Gulf ports, Arizona, New 
Mexico, California, and both east and west coast and interior 
cities of Old Mexico, began service from Tyler to Big Sandy, 
Tex., a distance 21144 miles, October 1, 1877. The company was 
incorporated in December, 1871, as the Tyler Tap Railroad 
Company. According to tradition, the line had wooden rails, and 
was narrow gauge. The motive power consisted of two diminu- 
tive locomotives, “Punch” and “Judy,” which were, literally 
speaking, both the joy and the pride of that hopeful locality in 
the Lone Star State. 

The northern section had its inception in the Little River 
& Arkansas Valley Railroad Company, which was organized on 
September 7, 1876, and completed as a three-foot gauge line 
in Missouri, connecting New Madrid and Malden, a distance of 
26% miles, in January, 1878. 

May 17, 1879, the name of the Tyler Tap Railroad was 
changed to the Texas & St. Louis Railway Company, and in 
May, 1881, the Texas & St. Louis Railway Company of Arkansas 
was organized to construct the line from Bird’s Point to Malden, 
Mo. In July, 1881, the two companies consolidated as the Texas 
& St. Louis Railway Company, and in 1882 the road was com- 
pleted from Pine Bluff, Ark., to Gatesville, Tex. 

In the same year the road was completed from Bird’s Point 
on the Mississippi River to Clarendon, Ark. The bridges across 
the White and Arkansas rivers were completed and traffic 
opened between Clarendon and Pine Bluff on August 12, 1883. 
An incline at Bird’s Point transferred cars to the Illinois Cen- 
tral at Cairo. 

A reorganization was effected as the St. Louis, Arkansas 
& Texas Railway companies in Missouri, Arkansas & Texas, in 
May, 1886, and in January, 1891, the present names of St. Louis 
Southwestern Railway Company and St. Louis Southwestern 
Railway Company of Texas were given to the properties. 


The road in Missouri and Arkansas was changed from nar- 
row to standard gauge in December, 1886, and in Texas in Jan- 
uary, 1887. The company later constructed, purchased, or leased 
the branch lines which are now a part of the system. 

An incline was built at Gray’s Point on the Mississippi 
River to transfer cars to the Illinois Central at Thebes, IIl., 
and the line extended to a connection with the St. Louis South- 
western at Delta, Mo. This line was opened for traffic in 
November, 1898. Contractual agreements were made in 1901 
for freight and passenger service over the St. Louis, Iron Moun- 
tain & Southern tracks into St. Louis. In 1912 a contract was 
made with the Chicago, Rock Island & Pacific Railway Com- 
pany for use of its line from Brinkley, Ark., to Memphis, Tenn. 

The builders and developers who stand out conspicuously 
in the construction and perfection of the St. Louis Southwestern 
Railway Lines are James Douglas, J. W. Paramore, S. W. For- 
dyce, Edwin Gould, F. H. Britton, J. M. Herbert, and Daniel 
Upthegrove. Paramore and Fordyce were the leading pioneers, 
while their successors improved and expanded the system. 
Successively, they were the presidents during the fifty years of 
service ,and a strong, virile property is the result of capable and 
conservative management. 

Agricultural and industrial departments of the road were 
established in 1908 to encourage and foster production and 
development, and today the Cotton Belt Route enjoys an in- 
creasing volume of traffic from its own territory. 
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Atta Boy, Hoch-Smith Challengers!—When the western rail- 
roads file their bill asking for an injunction forbidding the 
Commission to enforce its order in No. 19130, the California 
fruit rate case, there will be amens from the pious among the 
shipper traffic men, if any, and various sorts of signs of approval 
from many not within the pious category. The undisguised 
fact is that probably most shipper traffic men despise that Hoch- 
Smith legislation. They think it was “bunk’—a gesture to the 
farm element—without much thought that it would be taken 
seriously. However, the Commission, being the arm of Con- 
gress, must take legislation seriously. It has construed the 
resolution to mean that products of agriculture shall have a 
lawful preference. The language of the resolution requires the 
regulating body to give them the “lowest possible lawful’ rates. 
A reasonable rate is not a definite, positive thing. There is a 
mark, on the upper side of reasonableness, beyond which any 
rate on the commodity in question would be extortionate. Like- 
wise, there is a mark below which a rate would be confiscatory. 
Any rate between those limits would be reasonable. Therefore, 
there can be a lowest lawful rate. And that is where the catch 
lies. If any rate is less than the lowest reasonable rate, ordered 
in that California rate case, it is admitted, the courts will forbid 
its use. However, the shipper traffic men who will utter sounds 
of approval when the bill of the railroads is filed, to judge by 
their talk, are not so much concerned with the definition of 
the “lowest possible lawful” rates as with what many of them 
believe has been the deadening effect of the resolution on the 
interstate commerce law generally. Many growl at it on ac- 
count of the belief they hold that the Commission has used the 
Hoch-Smith resolution—not consciously, of course—as a brake 
on specific cases, to hold them back while the Hoch-Smith cases 
are being perfected. The shipper traffic men do not like to 
have the complaints brought by them on behalf of their clients 
held up by being made parts of a Hoch-Smith general inquiry. 
They would like to go ahead with their specific complaints with- 
out having to wait until the Commission could come to a con- 
clusion as to whether the level of the rates on the commodity 
covered was too high or too low. They would like action on 
their particular allegations. General inquiries initiated by the 
Commission before the adoption of the Hoch-Smith resolution 
brought like complaints from many shipper men, so the Hoch- 
Smith dissatisfaction is not an entirely new development. How- 
ever, the dissatisfied ones, while sympathetic toward the carrier 
move, do not forget that upsetting the Commission in the courts 
has become a hard task. It happens usually when the Com- 
mission cuts across lots—that is, when it neglects to say all the 
words of exorcism and make all the motions the statute seems 
to require. Broadly speaking, it “gets away” with all its in- 
terpretations of the statute it administers. Its judgment as to 
what should be done with a rate or a practice is treated by the 
courts as a thing that the Commission can correct if the result 
is not. what was desired. As many see the matter, that is alto- 
gether proper, seeing that the regulating body knows more about 
the subject with which it deals than any court can know, and 
that, therefore, its. interpretation of the statute cannot be ex- 
pected to do harm to any vested interest. No one can get a 
vested interest in a rate or a practice any more than anyone 
can obtain.a vested interest in a customs tariff rate. A freight 
rate or a customs tariff rate may hurt a manufacturer worse 
than sin, but the courts cannot interfere to prevent such dam- 
age. The rate body and the Commission are supposed to decide 
such things right. If their judgment is bad, the country suffers. 
Wherefore, bluntly speaking, there is not an abundance of con- 
fidence in the litigation the western carriers will begin if the 
Commission does not modify its order in that California fruit 
case. But most of the shipper and carrier traffic men know 
about draw poker, horse races, prize fights, and fights in the 
courts. The unexpected frequently happens. 





Standards for Canned Goods.—The Department of Agricul- 
ture expects soon to announce standards for canned tomatoes 
(without puree) and canned sweet corn (cream style). Work 
is also being done on standards for canned peas, canned string- 
less beans, and lima beans. The federal government has no 
direct power to prescribe standards. However, as in many 
other instances, it is extending its power indirectly. Under the 
national warehouse act, the law that authorizes the federal 
government to designate warehouses as subject to federal law, 
goods stored in such warehouses are required to be graded. 
According to an announcement by the Department of Agricul- 
ture, banks asked to lend money to vegefable growers, with 
federal warehouse receipts as collateral, ‘‘generally require that 
the grade be stated.” Canned goods were made storable in 
federal license warehouses only a year ago, but already 42 
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warehouses, with a capacity to store 3,316,000 dozen cans, have 
been licensed. The result, according to the department an- 
nouncement, is that fewer “distress” packs “are hanging over 
the market and market conditions are improving materially.” 
That is to say, the men who packed the vegetables are able 
to hang on to them instead of throwing them on the market 
for what they will bring, because they are able to borrow money 
on their canned goods, if they are in the federally licensed 
warehouses. Prices are steadier and bargains by chain grocer- 
ies, in canned goods, are not so easily given, unless the owners 
of them are willing to take losses that formerly fell on the 
packers of such goods. 





Penalties of Democratization—Holy Writ says the sins of 
the fathers shall be visited on the children even unto the third 
and fourth generation. Some of the fathers who, in the eyes 
of Americans believing in a republican but not a democratic 
form of government, helped bring about the democratization of 
this republic by voting for the income tax amendment, the popu- 
lar election of senators, and things of that sort, seem already 
to be suffering somewhat. The thought is produced by the fact 
that last month members of stafe legislatures, from the south 
and west mainly, organized what they called the National Con- 
ference of State Legislatures and appointed a committee to 
formulate a program and outline methods of procedure for the 
Conference. Lee Satterwhite, former speaker of the Texas 
house of representatives, said: “The occasion, it seems to me, 
is of moment. We are about to engage in setting up and per- 
petuating a new agency of government. We have witnessed, 
with growing concern, the swift centralization, especially during 
and since the World War, of governmental powers in Wash- 
ington. We have seen the rapid growth of federal authority 
and bureaucracy.” Many ardent republicans warned against the 
things that were done when the Constitution amending fury was 
at its height. However, senators elected by direct vote of the 
people, federal income taxes, and the other things state officials 
are now growling about, were put through state legislatures 
with a hurrah. Now state legislatures, having divested them- 
selves of the power to elect senators who were to represent 
the states, not the people of the states, are making what to 
many seem like foolish gestures to get back the power they 
surrendered. And the wonder of the times when those things 
were done, was that men who called themselves followers of 
Thomas Jefferson, some calling themselves members of the 
Republican party, and others labeling themselves members of 
the Democratic party, were the most vociferous in that robbing 
of the states by doing what they could to convert this republic 
into a democracy. In those days it was not uncommon to have 
the leaders of the move proclaim themselves believers in the 
“responsible” form of government, the form that has produced 
dictators in Italy, Spain, and Poland and seems to work fairly 
well in other lands only because of the strong executive gov- 
ernment tradition in them. The absorption by the federal gov- 
ernment of the sources of revenue in the various states caused 
the outcry. State treasuries are almost empty. Therefore, the 
first move by the conference of state legislatures is to obtain 
the repeal of the federal estate tax. Twenty-six legislatures 
have adopted resolutions favoring repeal. But state legislatures 
no longer elect senators. Query: Why should Congress pay 
any more attention to men who have no more power over any 
of its members than men who are not members of legislatures? 
The “fathers” intended the states to have a check on Congress, 
but the states, in answer to the arguments of “progrssives,” 
surrendered it because the same “progressives” said, among 
other things, that rich men bought elections to the Senate. 
Like charges are made with respect to rich men who offer them- 
selves as candidates for the Senate in the primaries. 





How Many Second Ports Are There?—It is not always pos- 
sible, even in a hearing before a Commission examiner, for a 
witness to forget to glorify his own city. Sometimes the pres- 
ence of the representatives of newspapers published in the city 
whence comes the witness may tempt him to say something 
nice about the home folks to the end that the person making 
notes may report the saying in the home newspapers. At other 
times the desire to brag a bit is just too strong to be withstood. 
Bragging that “our city” is the second port of the United States 
is a tidewater occupation in which the lake city dwellers do 
not engage, although they might, with accuracy, point to the 
huge volumes of business that come to and depart from their 
gates. About the third or fourth time Allen S. Olmsted, II, 
counsel for Philadelphia interests in the Baltimore port rate 
case, heard it asserted that such and such a city was the “second 
port of the United States,” each time a different city being 
named, he wandered over to a group of his associates to inquire 
how many “second ports” there were in the country. The an- 
swer, of course, depends on how the figuring is done and varies 
with the figurer. There is no definite rule for measuring which 
port comes nearest to New York. 





United States Foreign Trade Flourishes.—The foreign com- 
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merce department of the Chamber of Commerce of the United 
States had found that, despite the decline in prices, the total 
value of American exports for the first half of this year has 
been the largest since 1921. The exports had a dollar value 
of more than two and a third billion dollars, or 7.2 per cent 
greater than in the corresponding period of last year. All but 
France, Italy and the Irish Free State bought more of the 
products of this country than in 1926 in the first half. The 
value of exports of finished manufactures, for the first time 
since 1921, exceeded a billion dollars. That was true notwith- 
standing the higher prices of 1921. Notwithstanding the lower 
price level, gains in value among the 50 leading export lines 
were registered by 22 out of 33 manufactured products, 4 out 
of 7 manufactured foodstuffs, 4 out of 5 raw foodstuffs, and 
3 out of 5 raw materials. Worth mentioning increases took 
place in exports of grains, fruits, and nuts, textiles, machinery 
and vehicles, chemicals, timber, sawmill products, and non- 
ferrous metals. Exports of meat, lard, and petroleum fell off. 
The foreign markets grabbed for fourteen cent cotton, six cents 
less than in 1926, and the exports increased 68 per cent in 
the first half, the total being about five and a half million bales. 
Germany, Japan, China, Russia, and Hongkong appreciated the 
huge cotton crop and took large quantities, Germany doubling 
her purchases. While the volume of cotton was large, the 
gross revenue from it was $52,000,000 greater than a year ago. 
Of trucks we shipped nearly 55,000, an increase of 56 per cent, 
and 160,000 passenger cars, an increase of 26 per cent. The 
gross revenue from automotive shipments was nearly 23 per 
cent greater than in the same period of 1926. Of course, those 
figures are small in comparison with the figures pertaining to 
the domestic sales. All figures of foreign trade are small. 
Exports of wheat increased 65 per cent in volume, the average 
price a bushel being $1.50, a decrease of three cents. Striking 
increases in value of exports were: Iron and _ steel plates, 
sheets, skelp and strips, 17 per cent; brass and bronze, 42 per 
cent; oil-well machinery, 42 per cent; power driven metal-work- 
ing machinery, 25 per cent; gas and fuel oil, 21 per cent; sul- 
phur, 42 per cent; automobile tires, 30 per cent; rye, 189 per 
cent; fresh apples, 118 per cent; oranges, 35; canned fruits, 
64; fish, 35. Big increases in volume were: Iron ore, 51 per 
cent; iron and steel scrap, 68; lead, bars, pig, etc., 54; safety 
razor blades, 67; oil-well machinery, 82; rice, 1,045; rice prod- 
ucts, 222; crude coal tar and pitch, 1,264; benzol, 210; barley, 
75 per cent; canned fruits, 83. The severest declines in values 
were in foodstuffs, lard going down 20 per cent; hams and 
shoulders, 41 per cent; bacon, 43; corn, 41 per cent, its decline 
in volume being 37 per cent. In volume, hams and shoulders 
went down 39 per cent; bacon, 35; freight cars, 52; harvesters 
and binders, 52 per cent.—A. E. H. 


HOCH-SMITH CHALLENGE CASE 
The Traffic World Washington Bureax 


The California Growers’ and Shippers’ Protective League 
and the California Fruit Exchange, in No. 19130, California 
Growers’ and Shippers’ Protective League vs. Santa Fe et al., 
in an answer to carriers’ petition for postponement of the effec- 
tive date of the Commission’s order of July 20, 1927, opposed 
the postponement. The answer was made public by the Com- 
mission after the effective date of the order had been postponed 
to November 10. (See Traffic World, September 24.) 

Postponement of the effective date of the order, the pro- 
testants said, would deprive growers and shippers of California 
deciduous fruit of all rate relief for the season of 1927, and that 
the rates prescribed by the Commission “are especially required 
in order to promote the freedom of movement of Califronia 
deciduous fruit during the current season. . hh 

Another argument advanced against postponement was that 
it would “offend against the requirements of the joint resolu- 
tion of Congress approved January 30, 1925, known as the 
Hoch-Smith resolution. . . .” 

It was also contended that it was not necessary to postpone 
the effective date of the order to give the carriers an oppor- 
tunity to begin an attack on the constitutionality of the Hoch- 
Smith resolution in the courts. The complainant and intervener 
said that “every intendment of law is in favor of the validity 
of the Commission’s decision and order herein, and that such 
order should not be postponed solely for the purpose of facili- 
tating the filing and presentation of a bill in equity to enjoin 
enforcement of the Commission’s order.’ 

Representative Hoch, of Kansas, co-author of the Hoch- 
Smith resolution, commenting on the statements as to the reso- 
lution made by the carriers in No. 19130 in their petition for 
reconsideration, said: 





It seems to me that in these rate cases, with increasing per- 
sistence, the carriers are ignoring something very vital. They assume, 
as they say here in this brief, that ‘tthe Hoch-Smith resolution makes 
no changes in the provisions of the interstate commerce act that the 
carriers shall be entitled to a reasonable return on their investment,”’ 
and name 5.75 per cent as the return fixed as reasonable by the 
Commission. They lay down as a legal proposition, without qualifica- 
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tion, that they are entitled to this fixed return. That isn’t neces- 
sarily true. 

I observe that recently, at Chicago, some of the railroad attor- 
neys adroitly contended that all they had to do was to show that 
carriers were not making 5.75 per cent on the investment as fixed 
by the Commission, and that forthwith the Commission was charged 
with the responsibility of seeing that they were given such rates 
as would produce that rate of return. 

It is true that the Hoch-Smith resolution makes no change in 
the basic act, but that act does not provide that the first con- 
cern of the Commission in fixing rates shall be revenues for the car- 
riers that will produce 5.75 per cent. The act says that unjust and 
unreasonable rates shall be unlawful, regardless of their effect on 
revenues. The language of section 15a, frequently quoted to support 
the argument that the carriers are entitled to a reasonable return 
is very significant. The second paragraph of that section begins with 
this language: ‘In the exercise of its power to prescribe just and 
reasonable rates,’’ etc. Just and reasonable rates are the primary 
concern; just and reasonable rates to the railroads, of course, but 
to the shippers and general public as well. Just and reasonable rates 
are the very starting point of the basic act, but the carriers, more 
and more seem disposed to leave that fact out of the picture. 

The carriers are entitled to 5.75 per cent return only on just and 
reasonable rates. There is no guarantee’ under the Constitution 
that railroads or any other interest shall have 5.75 per cent return 
on their investments. 

If one were to omit the first few words of section 15a, with con- 
siderable plausibility one might conclude that Congress intended to 
bring up railroad credits regardless of any other economic situation. 
But under this law, what the Commission is doing is prescribing 
“just and reasonable rates.”’ 

As for this California case, there surely is nothing unconstitutional 
in the Commission’s interpretation of the basic law or the Hoch- 
Smith resolution. They may have misinterpreted the facts. If they 
have ordered confiscatory rates when they should have orederd ‘‘just 
and reasonable” rates, the error is in administration and not in 
interpretation of the law. 


HOCH-SMITH SAND AND GRAVEL 


The Commission has announced that the hearings in No, 
17000, sand, gravel, crushed stone and shells within the south- 
west, part 11, and cases grouped therewith, assigned for October 
31 at Dallas and immediately thereafter at New Orleans, have 
been canceled and that a hearing will be held December 5 at 
the St. Charles Hotel, New Orleans, and that immediately after 
the close of the hearing at New Orleans, a hearing will be held 
at the Hotel Adolphus, Dallas, Tex. Examiner Waters will 
preside. 


N. Y. C. UNIFICATION CASE 


The Federal Valley Railroad Company and the Fonda, Johns- 
town & Gloversville Railroad Company, in the finance proceed- 
ings involving the applications of the New York Central and 
of the Cleveland, Cincinnati, Chicago & St. Louis to acquire 
control of other lines in the New York Central system, have 
protested to the Commission against further hearing as to con- 
necting short lines. 

The Ulster & Delaware has filed a protest against the peti- 
tion of the New York Central and the Cleveland, Cincinnati, 
Chicago & St. Louis asking for further hearing in finance Nos. 
5688 and 5690, the proceedings in which the New York Central 
seeks authority to acquire control, under lease, of the C. C. C. 
& St. L., the Michigan Central and the Chicago, Kalamazoo & 
Saginaw, and the C. C. C. & St. L. seeks authority to acqiure 
control of the Cincinnati Northern and the Evansville, Indianap- 
olis & Terre Haute, under lease. The applicants have asked for 
further hearing with respect to the Ulster & Delaware and 
other short lines. The Ulster & Delaware said there was no 
necessity for further hearing as to it because it had put before 
the Commission and the New York Central all the facts with 
respect to allocation of that line to the New York Central system. 

“In view of the complete presentations of all matters per- 
taining to the Ulster & Delaware that have been made it would 
seem appropriate, if the New York Central will demonstrate its 
good faith in connection with this petition, that it advise the 
Commission that it will enter upon negotiations looking to a 
determination of the acquisition of this property and offer that 
the Commission shall arbitrate the question of the terms of 
such acquisition, for the Commission will take judicial notice 
that in the ‘Four-System Plan’ of consolidation the New York 
Central has itself allocated the Ulster & Delaware to its system,” 
said the short line. 





G. N.-N. P. UNIFICATION CASE 


The Grand Forks Commercial Club of Grand Forks, N. D., 
the Wyoming Railway Company and the La Crosse & South- 
eastern Railway Company have been permitted to intervene in 
finance No. 6410, in the matter of the application of the Great 
Northern Pacific Railway Company, the Northern Pacific and 
the Great Northern for authority to the first named company 
to acquire control of the other two companies. 


S. I. & K. CONSTRUCTION 
The Southern Illinois & Kentucky Railroad Co., in finance 
No. 2777, has obtained a modification of the order therein au- 
thorizing construction of lines in Illinois and Kentucky, extend- 
ing to June 30, 1928, the time within which the Southern Illinois 
& Kentucky must complete its line. 
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GRAIN VIA INDIANAPOLIS 


The Commission, by division 1, in a report written by 
Commissioner Taylor, has dismissed No. 17291, Indianapolis 
Board of Trade et al. vs. Baltimore & Ohio et al., mimeo- 
graphed, on a finding that the refusal of the defendants to 
maintain through rates on grain and grain products to and via 
Indianapolis, Ind., from points on the Wabash, in Illinois and 
Indiana, to western termini of eastern trunk lines and points 
east thereof, is not unreasonable or unduly prejudicial. The 
dismissal was also grounded on the further finding that the 
rates on grain and grain products, from points on the Wabash, 
in the territory indicated, to Indianapolis, and through Indian- 
apolis to Louisville, Ky., and to points in eastern trunk line 
and New England territories, including the western termini of 
eastern trunk lines and points taking the same rates, or rates 
based thereon, are not unreasonable or otherwise unlawful. 
The complaint alleged the rates were in violation of sections 
1, 2, end S. 

Affected territory is that lying between Shadeland, Ind., 
and Cerro Gordo, Ill., both inclusive, including stations on 
branches of the Wabash extending to Covington, Ind., Cham- 
paign, Reddick, Effingham and Altamont, Ill. From the stations 
in the affected territory the rates on grain to or via Indian- 
apolis are higher than via other routes, causing, it was ‘alleged, 
farmers to haul grain away from points on the Wabash to ele- 
vators on other lines, to the hurt of the complainants. Rates 
on grain products are lower than on grain, an unusual situation. 

Establishment of rates and routes that would cause the 
short-hauling of the Wabash, through Indianapolis, were sought. 
Commissioner Taylor said that shippers located on the Wabash 
could now ship to eastern markets and to Louisville at the 
rates sought, but not through Indianapolis. As to why the com- 
plaint was dismissed, Mr. Taylor said: 

We are not convinced that there has been such a showing of 
public interest as to warrant our requiring the Wabash to short haul 
itself on grain through Indianapolis to the territory here involved, 
or that this record justifies a finding that the rates assailed are un- 
duly prejudicial. To be undue the prejudice suffered by one person 
must ordinarily be such that it shall be a source of positive advantage 
to another. Here the record clearly indicates that complainants and 
the alleged preferred parties can now reach all markets, except In- 
dianapolis, at the rates here sought. With respect to that point 
they say that if the rate adjustment were proper and the price right 
they might at times ship to that point. 

Except as heretofore shown that the rates on grain from some of 
the points to Indianapolis, and to Louisville via Indianapolis, exceed 
those contemporaneously applicable on grain products, the rates upon 
which are also here attacked, and also exceed the rates applicable 
from cross-country points on competing lines to Indianapolis or the 
rates from the points involved to Louisville or other eastern des- 
tinations over routes other than through Indianapolis, there is no 
evidence of unreasonableness. While we have in many cases pre- 
scribed rates on grain the same as on grain products, the showing 
here made that the rates differ on the two commodities may indi- 
cate that the rates on the grain products are too low just as much 
as that the rates on grain are too high. The relationship here dis- 
closed between grain and grain products is quite extraordinary and 
should be given serious and proper consideration by the carriers. 
Neither are we satisfied that the maintenance of lower rates over 
other lines to Indianapolis, or to the other points via routes other 
than through Indianapolis, of itself establishes the unreasonableness 
of the rates assailed. 


ARKANSAS POTATO ADJUSTMENT 


The Commission, by division 3, in I. and S. No. 2879, pota- 
toes and vegetables from western points to points in Arkansas, 
Tennessee, Kentucky, Missouri and Oklahoma, mimeographed, 
has found not justified the proposed rates on potatoes and 
vegetables, carloads, from points of origin in Nebraska, Colo- 
rado, Utah, New Mexico, Wyoming, Idaho, Montana and Oregon, to 
destinations in Arkansas, Tennessee, Louisiana and Kentucky, 
ordered the suspended schedules conceled and discontinued the 
proceeding. While the rates apply on other vegetables as well, 
the testimony, the report says, relates wholly to potatoes. The 
primary question was as to the relationship of rates as between 
the northern Arkansas district on the one hand and southern 
Arkansas and Louisiana on the other. 

While the Union Pacific and the Burlington were the 
originating carriers, the Commission said they were not rep- 
resented at the hearing, the delivering southwestern lines un- 
dertaking the burden of defense of what was proposed. The 
defending lines said their only reason for proposing the rates 
was the decision of the Commission in Arkansas Jobbers’ & 
Manufacturers’ Association vs. Rock Island, 120 I. C. C. 245, 
which the Commission called the Arkansas case. In that case 
it found rates unduly preferential of Little Rock, Pine Bluff, and 
Helena, Ark., and Memphis and unduly prejudicial against 
southern Arkansas, in which El Dorado was treated as a typical 
point. The carriers preferred to raise the rates to the northern 
district points. The protestants pointed out, the Commission 


said, that the order in the Arkansas case could have been com- 
plied with by reducing the 88-cent rate which applied to the 
southern group to 84 cents, rather than increasing the 76-cent 
northern district rate to 80 cents, as proposed. They also 
pointed out that the proposed adjustment would create fourth 
section violations. 

In disposing of the case the Commission said the proposed 
adjustment contained many discrepancies, would create fourth 
section departures and increase some already in existence. It 
said it could not approve the fourth section departures. It also 
pointed out that the question as to the rates on potatoes was 
involved in a number of pending cases. It said those cases 
indicated the possible need of a general revision of rates on 
potatoes from the western producing district into the southwest, 
wherein both their level and relationship would receive com- 
prehensive consideration. It added that the record here made 
clearly demonstrated that the proposed adjustment did not 
meet the necessities of the situation. 

The finding of non-justification, the Commission said, was 
without prejudice to whatever conclusions might be reached in 
the pending cases to which it made reference. 


CHICAGO LUMBER TRANSIT 


The Commission, by division 3, in I. and S. 2931, restriction 
of transit privilege on lumber at Chicago, mimeographed, has 
found not justified the propose cancellation by the Burlington 
of transit arrangements at Chicago on lumber and related 
articles originating on or moving over the Missouri Pacific, St. 
Louis-San Francisco, Cotton Belt, or Southern and destined 
beyond Chicago. The Burlington, the report said, admitted that 
the sole question was one of divisions and that it sought relief 
from the performance of substantial transportation service for 
little or no revenue, which, under the rule of the Commission, 
is not reason for such cancellation. 


WOOL CASE DISMISSED 


The Commission, by division 1, in a report written by Com- 
missioner Lewis, has dismissed No. 17384, Boston Wool Trade 
Association vs. Santa Fe et al., mimeographed, finding carload 
rates on wool in the grease in sacks, from points in Nebraska, 
Kansas, and Missouri, just west of the Missouri River to Boston, 
not unreasonble, unduly prejudicial, or unjustly discriminatory. 
The complainant, Lewis said, sought a reconsideration of the 
basis of joint commodity rates prescribed in the 1923 wool cases 
(91 I. C. C. 235) and the re-establishment of lower rates based 
on or equivalent to the combinations formerly in effect. 


SCHOOL BOOK RATES 


An order of dismissal has been made in No. 18621, Wheeler 
Publishing Co. et al. vs. Santa Fe et al., mimeographed, the 
Commission, by Division 1, finding rates on school books, car- 
loads, from Chicago, Ill, to Oklahoma City, Okla., and to 
Dallas, Tex., not unreasonable, unduly prejudicial or otherwise 
unlawful. The complaint alleged the rates, since July 15, 1923, 
had been unreasonable, unlawful, unjustly discriminatory, unduly 
prejudicial to the complainants and unduly preferential of its 
competitors. Complainants insisted, said the report, that school 
books were entitled to the rating on school blanks or forms 
instead of the rating on books, the former having been $1.065 
to Dallas and 84 cents to Oklahoma City, while the rate on 
books which was paid was $1.54. They argued, said the report, 
that the reading matter contained in the books was prescribed 
by the Texas educational authorities; in other words, that the 
books followed a form and therefore should be accorded the 
rate applicable on school blanks or forms. 


LIVESTOCK MIXTURE RULE 


The Commission, by division 1, has dismissed No. 18362, 
Ohio Farm Bureau Federation et al. vs. Akron, Canton & 
Youngstown et al., mimeographed, finding the rules and regula- 
tions governing the assessment of charges on mixed carloads 
of livestock between points in Official Classification territory 
not unreasonable. The single allegation of unreasonableness 
was made against them. The Commission was asked to pre- 
scribe a reasonable method of computing charges. The report 
said the complainants contended the rules for computing the 
charges were so complicated that it was difficult to ascertain 
the proper basis for computing the charges and caused consid- 
erable confusion and misunderstanding. They proposed rules 
similar to those applicable on intrastate shipments in Ohio. 
The exhibits presented, the report showed, that had the Ohio 
method been used, the charges on 46 interstate shipments 
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would have been from 93 cents to $23.19 per car less than those 
collected. 


WROUGHT PIPE RATES 


A finding of unreasonableness as to the applicable rates on 
wrought pipe, in carloads, has been made by division 1, in No. 
18586, National Tube Company vs. Santa Fe et al., mimeo- 
graphed, on shipments from Lorain, O., to various Kansas des- 
tinations. The Commission said the rates, collected on ship- 
ments made in 1924 and 1925, were not unjustly discriminatory 
or unduly prejudicial. It found that the rates were unreason- 
able to the extent they exceeded the contemporaneous combi- 
nations to and from Jacksonville, Ill., namely, 63.5 cents to 
Osawatomie, 70 cents to Baxter, Chanute, Coffeyville, Garnett, 
Independence and Welda, 75.5 cents to Elk City, 76 cents to 
Gridley and Sedan, and 80.5 cents to Eureka, Hill Top, Howard, 
Longton, Madison, Moline and Virgil. The joint through rates, 
higher than the combinations, were assessed on four carloads. 
Combinations were applied on 186 carloads. Reparation is to 
be made by refund as to the four carloads and waiver of un- 
dercharges as to the other shipments. 





PETITIONS FOR REHEARING, ETC. 


The complainants in No. 16236, Sub. 1, Matthiessen & 
Hegeler Zinc Co. et al. vs. Kansas City Southern et al., have 
petitioned the Commission for rehearing in No. 15816, United 
Zinc Smelting Corp. vs. Baltimore & Ohio et al., and No. 16236, 
Sub. 1, Matthiessen & Hegeler Zinc Co. et al. vs. Kansas City 
Southern et al., and other cases consolidated therewith. 

The St. Louis Southwestern and Deering Southwestern, de- 
fendants in No. 14150, Corporation Commission of Oklahoma vs. 
Abilene & Southern et al., have filed petition for reopening for 
reconsideration and record Fourth Section Order 9133, issued 
in connection with docket 14150, in so far as modification, effec- 
tive July 15, 1927, affects these defendants by limiting the relief 
granted to 170 per cent circuity. 

Agent H. G. Toll has filed petition in No. 17077, Bufflein 
Lumber & Manufacturing Co. et al. vs. Oregon-Washington Rail- 
road & Navigation Co. et al., for extension of effective date of 
order. 

The complainant in No. 18778, Maine Spinning Co. vs. Bos- 
ton & Maine et al., has filed petition therein for reargument or 
for reopening for further consideration on the record as made. 

The defendant, Atlanta, Birmingham & Atlantic, has filed 
petition with the Commission in No. 17689, Roquemore Gravel 
Co. vs. Atlanta, Birmingham & Atlantic, B. L. Bugg, receiver, 
et al., for denial and dismissal of motion for entry of minimum 
rate order, without date, filed by C. E. Cotterill, attorney for 
movants. 

The Santa Fe and Burlington, defendants in No. 18335, 
White Eagle Oil & Refining Co. et al. vs. Burlington et al., 
have filed petition therein for modification of the Commission’s 
order of July 23, 1927. 

The Jackson Traffic Bureau of Jackson, Miss., and Colum- 
bia (Miss.) Chamber of Commerce, representing the shippers 
and receivers of freight at those points, has filed petition in 
I. and S. 2874, lime between southern points, Fourth Section 
Application Nos. 600 et al., for rehearing or modification therein. 

The defendant in No. 18008, New England Brick Co., et al., 
vs. Boston & Maine, has filed a petition for reopening and 
hearing. 

The complainant in No. 18098, Montello Granite Co. vs. 
Minneapolis, St. Paul & Sault Ste Marie et al., has filed peti- 
tion for rehearing under the shortened procedure plan. 


COMMISSION ORDERS 

The Wisconsin Paper & Pulp Manufacturers’ Traffic Assn. 
has been permitted to intervene in No. 19889, Dexter Sulphite 
Pulp & Paper Co. et al. vs. New York Central et al. 

The petition of the Missouri Pacific of August 27, 1927, for 
leave to amend its petition of July 26, 1926, for reopening and 
amendment of No. 9702, Memphis-Southwestern Investigation, 
and for further modification of the said supplemental fourth 
section order 7542, has been denied. 

The California White & Sugar Pine Manufacturers’ Assn. 
has been permitted to intervene in No. 19791, Cummer Manu- 
facturing Co. of Tex. vs. Santa Fe et al. 

The Commission has reopened for oral argument No. 18418 
(and Sub. 1), Manville Jenckes Co. vs. Akron, Canton & Youngs- 
town et al. 

The Florida Menhaden Co. has been permitted to intervene 
in No. 19847, Cook, Swan & Young Corp. et al. vs. Apalachicola 
Northern et al. 

The Ontario Commercial Club has been permitted to inter- 
vene in No. 19680, Public Service Commission of Oregon vs. Cen- 
tral. Pacific et al. 

The Alpha Portland Cement Co. has been permitted to in- 
tervene in No. 19986, North American Cement Corp. vs. Aroos- 
took Valley et al. 

The order entered in No. 18561, Mitchell Chamber of Com- 
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merce vs. Chicago, Milwaukee & St. Paul, and H. E. Byram, 
Mark W. Potter, and Edward J. Brundage, receivers; and Chi- 
cago, St. Paul, Minneapolis & Omaha, on July 19, 1927, which 
was by its terms made effective September 28, 1927, has been 
modified so that it will become effective on October 28, 1927. 

The Kimberly-Clark Co., Inc., has been permitted to inter- 
vene in No. 19852, Castanea Paper Co. vs. Algoma Central & 
Hudson Bay et al. 

The Traffic Bureau of Davenport Chamber of Commerce has 
been permitted to intervene in No. 19999 (and Sub. 1), Auto- 
matic Gravel Products Co., et al., vs. Burlington, Muscatine & 
Northwestern. 

The New England Paper & Pulp Traffic Assn. has been per- 
mitted to intervene in No. 19889, Dexter Sulphite Pulp & Paper 
Co., et al., vs. New York Central et al., and in No. 19694 (Sub. 1), 
Harrisville Paper Co. vs. Santa Fe et al. 

The order entered in No. 18335, White Eagle Oil & Refining 
Co., et al., vs. Chicago, Burlington & Quincy et al., on July 23, 
1927, which was by its terms made effective September 24, 1927, 
upon not less than five days’ notice, has been modified so that 
it will become effective on September 28, 1927, upon not less 
than one day’s notice. 


UNCONTESTED FINANCE CASES 


Finance No. 6503. Boston & Maine authorized to issue $30,942,000 
of first-mortgage 5 per cent gold bonds, to be disposed of at not less 
ae 90.25 per cent of par, in connection with refunding of certain 
yonds. 

Finance No. 6437. Supplemental order authorizing Bangor & 
Aroostook to sell, upon competitive bidding or at the current market 
price, but at not less than $60 a share, the unsubscribed portion 
ad 7 ed shares of common capital stock heretofore authorized to 
ye issued. 

Finance No. 6476. Chicago & Illinois Midland authorized to issue 
not exceeding $1,058,530.80 of promissory notes in connection with 
the procurement of equipment. 

Finance No. 6355. Mineral Range Railroad authorized to abandon, 
as to interstate and foreign commerce, approximately 9 miles of 
branch line of railroad extending from St. Mary’s Junction to Point 
Mills, in Houghton county, Mich. 

Finance No. 6477. Acquisition by Lehigh Telephone Company of 
properties of Slate Belt Telephone & Telegraph Company approved. 

Finance No. 6463. Louisville & Nashville authorized to abandon 
approximately 6 miles of branch line in Shelby county, Ala., extending 
from a. en Coal Company’s operation near Helena, Ala., to 
Acton, Ala. 

Finance No. 6470. Pittsburgh, Bessemer & Lake Erie authorized 
to issue $3,557,000 of consolidated first mortgage 5 per cent 50-year 
gold bonds, to be exchanged at par for bonds of the Pittsburgh, 
Shenango & Lake Erie. 


FINANCE APPLICATIONS 


Finance No. 6539. W. H. Bremner, as receiver of Minneapolis & 
wt. Louis, asks authority to issue $500,000 of receiver’s certificates of 
ndebtedness in renewal of an obligation for a like amount now out- 
standing. ; 

Finance No. 6538. Albany (N. Y.) Port District Commission asks 
wuthority to construct a terminal railroad in the Albany Port District 
or the purpose of connecting docks under construction with the 
Yew York Central in Rensselaer, N. Y., and the Delaware & Hudson 
ind the West Shore in Albany, N. Y. The line will be three miles 
ong and will be used for freight service only. 

Finance No. 6543. The West Virginia Midland Railway Co. asks 
authority to issue 2,750 shares of capital stock of par value of $100 
a share and sell them at par for cash to the Pardee & Curtin Lum- 
ber Co. The proceeds are to be used in completing the construction 
of an extension from Webster Springs, W. Va., to Bergoo, W. Va., a 
distance of approximately 11 miles. 

Finance No. 6536. The Pittsburgh & West Virginia, under para- 
graph 18 of section 1 of the interstate commerce act, asks authority 
to acquire ‘the right to possess, own, hold, exercise and enjoy all 
the franchise, corporate property, rights and credits of the West 
Side Belt Railroad Company, and under section 20a of said act for 
authority to assume certain indebtedness of the West Side Belt 
Railroad Company.’”’ The applicant owns the capital stock of the 
West Side Belt and operates the property under approval heretofore 
given by the Commission. The applicant proposes by the present ap- 
plication to pave the way for terminating the corporate existence of 
the West Side Belt company. 

Finance No. 6537. The Sullivan Telephone Company, Inc., asks 
approval of acquisition of the property of the Subscribers Service 
Telephone Company, Inc., operating in New York state. 

Finance No. 6540. Mobile & Ohio asks authority to issue $13,879,- 
000 of 4% per cent refunding and improvement mortgage gold bonds, 
the proceeds to be used in part to pay bonds maturing on December 
1, 1927, and to retire general mortgage bonds and bank indebtedness, 
in the aggregate amount of $10,879,000. The remainder of the proceeds 
will be used to reimburse the applicant’s treasury in part for expendi- 
tures for additions and betterments. The bonds have been sold, sub- 
ject to approval of the Commission, to J. P. Morgan & Co., at 92%, 
plus accrued interest. 


Finance No. 6541. Chicago, St. Paul, Minneapolis & Omaha asks 
authority to assume obligation and liability in respect of $830,000 of 
equipment trust certificates and to sell them at the best price ob- 
tainable in connection with the acquisition of 500 box cars. 

Finance No. 6542. Chicago & North Western asks authority to 
assume obligation and liability in respect of $2,610,000 of equipment 
trust certificates and to sell them at the best price obtainable in con- 


nection with the acquisition of 500 hopper cars, and passenger train 
cars. 


COMMISSIONER HALL SILENT 


In response to inquiries regarding the report that he had 
resigned or intended to resign, circulated while he was away 
from Washington, Commissioner Hall said September 26 that he 


had not resigned and that he had nothing further to say for 
publication. 





October ° 


— 


In a 
Joliet & 
mended 
and stee 
the Chic 
Heights 
Ind., pr‘ 
alleged 
undue {| 
points | 

Bar 
fought 
cago. _ 
from C 


Afte 
the shi 
tion be 
confere! 
cago di 
publish 
fifth-cle 

The 
Chicas’ 
and pr 
tember 
a rout 
which | 
repara' 
unreas 
over W 
over a 
the co 
was W 

TT 
that i 
from 
tions 
Chicas 
gation 
conclu 
son W 
be ad 
from 
the g 

i 


the r 
shoul 
cause 
the 1 
fifth- 
Comr 
fifth- 
Corp. 
and 
1; <. 
_ 

in I 
Publ 
rate 
stee 
cage 
that 
and 
15.5 

and 
The 

Joli 

unr 

ran 

Cor 

the 

tha 

cee 

rep 


An 






ral & 


e has 
Auto- 
ne & 


| per- 
-aper 
b. 1), 
ining 
y 23, 
1927, 
that 
less 


2,000 

less 
rtain 
r & 
rket 
tion 
d to 


ssue 
with 


don, 
3 of 
oint 
y of 
d. 

don 
ling 
, to 
ized 
‘ear 
‘gh, 


les 


100 


on 
a 


‘a- 


st 


October 1, 1927 





CHICAGO STEEL RATES 


In a report on No. 18402, W. H. Holliday & Co. vs. Elgin, 
Joliet & Eastern et al., Examiner Harry C. Barron has recom- 
mended that the Commission find unreasonable the rates on iron 
and steel articles, carloads, from Chicago, IIl., and points within 
the Chicago switching district, and from Gary, Ind., and Chicago 
Heights, and Joliet, Ill., over interstate routes, to Indianapolis, 
Ind., prescribe new rates and award reparation. The complaint 
alleged the rates were in violation of sections 1, 2, and 3, the 
undue preference being alleged to be in favor of competitors at 
points in Illinois, Indiana and Missouri. 

Barron said the rate sought from Joliet, one of the hard 
fought points in the case was 18 cents, the same as from Chi- 
cago. He said the class rates from Joliet were the same as 
from Chicago. In disposing of the case, he said: 


After the decision in the Jones & Laughlin Case, 96 I. C. C., 682, 
the shippers and carriers agreed to the abolishment of the distinc- 
tion between merchant and structural iron and as a result of such 
conference the present rate of 18 cents was published from the Chi- 
cago district to Indianapolis. Such rate, however, has never been 
published from Joliet to Indianapolis which has been and is on the 
fifth-class basis. 

The bulk of the shipments in question from points within the 
Chicago switching district moved subsequent to February 29, 1920, 
and prior to September 5, 1923. Eight shipments moved after Sep- 
tember 5, 1923, at a time when a commodity rate was in effect over 
a route other than that over which the shipment moved and over 
which the fifth-class rate of 25 cents was in effect. Complainant seeks 
reparation on all such shipments, claiming that the rate charged was 
unreasonable. While it is true that shipments, moving over a route 
over which fifth-class rates were applicable, could have been routed 
over a route over which a commodity rate of 15.5 cents was in effect, 
the complainant should not be burdened with such higher rate if it 
was unreasonable. 

The rate sought from Joliet is 18 cents which is the same rate 
that is now in effect from Chicago. The class rates are the same 
from Joliet and Chicago. The distance and transportation condi- 
tions from Joliet are no different from those from Chicago and the 
Chicago district. Such rates are included in Docket No. 17000 Investi- 
gation Part 6. It is indefinite when the commission will reach its 
conclusion in such investigation. In the meantime there is no rea- 
son why the rates from Joliet if they are unreasonable should not 
be adjusted to a reasonable basis. The findings herein as to rates 
from Joliet are without prejudice to such findings as may be made in 
the general investigation. 

The only evidence submitted by defendants was a history of 
the rates to Indianapolis. Defendants contend that no reparation 
should be awarded on shipments moving after September 5, 1923, be- 
cause there was a commodity rate in effect via a route other than 
the route via which the shipment moved. They contend that the 
fifth-class basis is a proper basis for iron and steel. However, the 
Commission in numerous cases has prescribed rates lower than 
fifth-class on iron and steel in this territory. Jones & Laughlin Steel 
Corp. vs. B. & O. R. R. Co. supra; Illinois Classification, supra; Iron 
a. —s Articles, supra; Steel & Tube Co. vs. Director General, 61 
i < . 526, and other cases. 

An rates on iron and steel articles from the Chicago district 
in Indiana to Indianapolis have been considered in detail by the 
Public Service Commission of Indiana. They found that a reasonable 
rate on merchant iron was 15.5 cents, on structural iron 17.5 cents. 

The record does not warrant a finding under sections 2 and 3. 

The Commission should find that the rates charged on iron and 
steel articles from points within the Chicago switching district, Chi- 
cago Heights, Ill., and Gary, Ind., were unreasonable to the extent 
that they exceed prior to July 1, 1922, 17.5 cents on merchant iron 
and 19 cents on structural iron and steel, subsequent to July 1, 1922, 
15.5 cents on merchant iron and steel and 17.5 cents on structural iron 
and steel, on shipments moving subsequent to April 18, 1925, 18 cents. 
The Commission should further find that the rate charged from 
Joliet, Ill., to Indianapolis, Ind., was, is and for the future will be 
unreasonable to the extent that such rate exceeds the contempo- 
raneous rate in effect from Chicago, Ill., to Indianapolis, Ind. The 
Commission should further find that the complainant paid and bore 
the charges thereon at the rates herein found unreasonable and 
that it has been damaged to the extent that the rates charged ex- 
ceeded those herein found reasonable, and that it is entitled to 
reparation thereto, with interest. 

Complainant should comply with Rule V of the Rules of Practice. 
An appropriate order should be entered. 


WOOL AND MOHAIR IN GREASE 


dxaminer Martin J. Walsh, in No. 19284, Boston Wool 
Trade Association vs. Abilene & Southern et al., has recom- 
mended that rates on wool and mohair in the grease, carloads, 
from San Angelo, Tex., to points in Michigan and Ohio, be 
found unreasonable, but not unjustly discriminatory or unduly 
prejudicial, that reparation be awarded and refund of over- 
charges directed. 

Complainant alleged the rates were in violation of sec- 
tions 1, 2, 3 and 6 of the act. The examiner said the eomplaint 
alleged that several, shipments were made from numerous 
Texas points to points in Michigan and Ohio, on which proof 
would be submitted in accordance with rule V of the rules of 
practice, but that the only specific shipments upon which evi- 
dence was introduced at the hearing were four carloads 
shipped between May 5, 1925, and June 20, 1925, from San 
Angelo, Tex., to Clinton, Mich., upon which the charges were 
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paid and borne by Draper &-Co., Inc., a corporation represented 
by complainant. These shipments weighed from 25,426 pounds 
to 30,244 pounds, on which a rate of $2.125 was collected, ac- 
cording to the report. The examiner said the applicable rate 
was $2.115, and that the shipments were therefore overcharged. 

The examiner said a contention of complainant that rates on 
wool from points in Texas to destinations in Michigan and Ohio 
should be on the same basis as rates prescribed to Boston was 
not convincing. He said Boston was the most important wool 
market in the country to which the movement from wool pro- 
ducing territory was large, as compared with the slight all-rail . 
movement of that commodity to points in Michigan and Ohio. 
Allegations of unjust discrimination and undue prejudice had 
not been sustained, said he. 

Defendants asserted that the rate charged was not unreason- 
able, but that they were willing to award reparation to the basis 
of $1.95, the present rate to Baltimore, Md., and Rochester, N. Y., 
which is constructed differentially under the rate to Boston. 
The report said the rate of $1.95 applied to such destinations as 
Chattanooga, Tenn., and Rossville, Ga., and that defendants con- 
tended that the inclusion of Michigan and Ohio consuming desti- 
nations in such a blanket would not appear to broaden unduly 
the territory to which that rate now applied. 

The examiner said the Commission should find that the 
rates assailed on shipments of wool in the grease, carloads, from 
San Angelo, Tex., to destinations in Michigan and Ohio, were, 
and would be, unreasonable to the extent they exceeded $1.95, 
and award reparation. He said that, inasmuch as Consolidated 
Southwestern Cases prescribed reasonable fourth-class rates on 
wool, carloads, it seemed inadvisable at this time to enter an 
order prescribing future rates in this proceeding, but that 
defendants would be expected to establish the rates prescribed 
in the Consolidated case. If they did not, he said, the matter 
might again be brought to the attention of the Commission. 


CONCENTRATED SPENT LYE RATES 


In a report on No. 19223, Lever Brothers Co. vs. Boston & 
Albany et al., Examiner Martin J. Walsh said the Commission 
should find that the charges collected on crude glycerine (con- 
centrated spent lye), in tank carloads and in iron drums in box 
cars, shipped from East Cambridge and Boston, Mass., to. des- 
tinations in New York, New Jersey, Pennsylvania, and Dela- 
ware, were not unreasonable. However, he said the Commis- 
sion should find that the shipments were overcharged, to the 
extent the charges were calculated on rates in excess of sixth 
class. They were based on fifth class. The charges were al- 
leged to be in violation of sections 1 and 6. 

The question was as to whether the shipments were en- 
titled to the benefit of the exception in the Official Classification 
in favor of “spent lye.” The billing described them as “crude 
glycerine” in some instances, as “glycerine” in others, and after 
January 20, 1926, as “concentrated spent lye (80 per cent 
glycerine).” The invoices covering the shipments showed the 
commodity as “crude glycerine.” Walsh said the charges were 
collected at the applicable fifth class rates. 

Questions posed for answer by the examiner were: Did 
the description “spent lye” as shown in the exceptions to the 
Official Classification embrace the commodity under considera- 
tion; and, were the fifth class rates intrinsically unreasonable? 
Walsh said the record showed the commodity considered was 
crude glycerine, more specifically described as “spent lye, con- 
centrated.” He said that when the shipments moved the de- 
fendants had in effect exceptions to the classification which 
named a sixth class rating on “spent lye.” Effective August 
23, 1926, he said the description in the exceptions was changed 
to read “spent lye (not concentrated).” Walsh said the con- 
tention of the carriers that the sixth class rating on spent lye 
was intended to apply only on lye remaining in the soap kettles 
after the soap had been removed, containing less than 10 per 
cent of glycerine, was without merit because the rating was not 
limited to any particular sort of spent lye. An exception to the 
classification, he said, had the effect of removing the commodity 
from the classification and that the description “spent lye” 
removed both “spent lye, concentrated,” and “spent lye, not 
concentrated,” from the classification. 

As to the shipments billed as “glycerine,” Walsh said the 
record was not clear as to whether they were crude glycerine, 
or glycerine other than crude. As the rating sought by the com- 
plainant did not apply to other than crude glycerine, it had not 
been shown, said Walsh, that the shipments had been over- 
charged. 

Walsh said the Commission should find that on shipments 
described on the bills of lading as crude glycerine, or concen- 
trated spent lye (80 per cent glycerine), made since January 
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24, 1924, to August 22, 1926, inclusive, the charges were illegal 
to the extent they exceeded those which would have accrued 
at the applicable sixth class rates and that the complainant was 
entitled to reparation in the amount of the difference between 
the applied and applicable rates. 


RATE ON TEXTILE MACHINERY 
In No. 18947, Arkansas Textile Company vs. Missouri Paciftc 
et al., Examiner A. J. Sullivan has recommended dismissal of 
the complaint on a finding that a combination rate of $1.205 
charged on shipments of textile machinery from Amsterdam, 
N. Y., to Pine Bluff, Ark., is not unreasonable. 





RATES ON SLATE SLABS 


Examiner A. J. Sullivan, in No. 18976, Northwestern School 
Supply Company vs. Delaware, Lackwanna & Western et al., 
has recommended dismissal of the complaint on a finding that 
shipments of slate slabs, carloads, from Pen Argyle, Pa., to Min- 
nesota Transfer, Minn., and less-than-carloads, from Minnesota 
Transfer to Ames, Ia., were properly rated. He said evidence 
was submitted as to the applicability of the rates charged rather 
than their unreasonableness. 


RATES ON COTTON PIECE GOODS 
A finding that the rates on cotton piece goods, any quantity, 
from Rock Hill, S. C., to Hutchinson, Kan., moving in less-than- 
carloads between June 1, 1923, and March 1, 1925, were unrea- 
sonable and unduly prejudicial to the extent they exceeded the 
rate of $1.88 contemporaneously in effect to Wichita, Kan., and 
an award of reparation, have been recommended by Examiner 


Paul A. Colvin in No. 18882, Knorr-Schlaudt Wholesale Com- 
pany vs. Baltimore & Ohio et al. 


GAS OIL RATES TOO HIGH 


A finding of unreasonableness and an award of reparation 
have been proposed by Examiner C. E. Simmons in No. 19293, 
Midland Chemical Laboratories, Inc., vs. Santa Fe et al., as to 
the rates and charges on gas oil, in tank cars, from Blackwell, 
Okmulgee, Muskogee and other points in Oklahoma and Texas, 
to Dubuque, Ia., shipped between August 23, 1924, and March 
15, 1926. He said the Commission should find the rates charged 
unreasonable to the extent they exceeded 6 cents less than the 
rates on refined oil in effect at the same time and award repara- 
tion to that basis. Rates on that basis were established in 
April and July, 1926, hence no order for the future was neces- 
sary. The case was presented under the shortened procedure. 
The railroads filed no memoranda of fact or argument, the 
examiner said. He based his recommendation upon what the 
Commission said about the spread between refined and gas oils 
in Midcontinent Oil Rates, 36 I. C. C. 109, and later cases. 


PLUMBERS’ SUPPLY RATES 


Examiner John T. Money, in No. 19264, Union Sanitary 
Works vs. Abilene & Southern et al., said the Commission should 
find unreasonable, the rates on plumbers’ supplies, iron and 
steel, in straight or mixed carloads, from Noblesville, Ind., to 
points in Texas, prescribe new ones and award reparation. 
Money said that the Commission should find the rates on bath- 
tubs, iron or steel, in straight carloads, or in mixed carloads 
with plumbers’ goods, were, are, and for the future would be 
unreasonable to the extent they exceeded, exceed or may ex- 
ceed rates for like distances, the scale prscribd in Consolidated 
Southwestern Cases, 123 I. C. C. 203, and award reparation. He 
said that inasmuch as that case would necessitate a widespread 
readjustment of rates, an order should not be entered in this 
case, but that the carriers would be expected to establish the 
rates he proposed as reasonable. 





REPARATION ON GREEN PEPPERS 


An award of reparation to the basis of a rate of 120 cents 
per 100 pounds, on green peppers, carloads, from points in 
Georgia to Jersey City, N. J., has been recommended, on a 
finding of unreasonableness, by Examiner Edgar Snider in No. 
18745, S. H. & E. H.- Frost vs. Central of Georgia et al. 


WEIGHT ON CHAIRS, ETC. 


Dismissal of the complaint in No. 19227, Murphy Chair Co. 
vs. Illinois Central et al., has been proposed by Examiner B. E. 
Stillwell on a finding that the minimum weight applied on a 
carload of chairs and rockers, from Owensboro, Ky., to Des 
Moines, Ia., was applicable and that the minimum and charges 
thereunder were not unreasonable. 


RATES ON LEATHER 


A recommendation that rates on leather, carloads, from 
Brevard, N. C., to Ashland, Ky., be found unreasonable to the 
extent that they exceeded or may exceed 72 cents and that 
reparation be awarded has been made by Examiner John Davey 
in No. 19220, Ashland Leather Company vs. Southern et al. A 
combination rate composed of a commodity rate of 56.5 cents 
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to Cincinnati, and a fourth class rate of 31 cents beyond, was 
charged. Subsequent to the movement of the shipments in 
May and June, 1924, defendants established a fourth class rate 
of 80.5 cents from Brevard to Ashland and at the hearing vol- 
untarily offered to reduce it to 72 cents, according to the report. 


CHARGES ON STRAWBERRIES 


Examiner F. A. Clifford has recommended dismissal of the 
complaint in No. 19255, Gamble-Robinson Co. vs. Chicago, Rock 
Island & Pacific et al., on a finding that the weight basis ap- 
plied and the refrigeration charge assessed on a carload of 
strawberries from Fayetteville, Ark., to Minneapolis, Minn., were 
not unlawful. 


RATE ON GREEN TOMATOES 


Finding that a combination rate of $1.34 collected on two 
carloads of green tomatoes shipped in June, 1926, from Utica, 
Miss., to Middlesboro, Ky., was not unreasonable, Examiner 
F. A. Clifford has recommended dismissal of the complaint in 
No. 19295, Hill-Lawson Co. vs. Yazoo & Mississippi Valley et al. 
Effective June 25, 1927, a commodity rate of $1.01 was estab- 
lished. 


CRUDE SULPHUR TO EAU CLAIRE 


Examiner E. J. Snider has recommended the dismissal of 
No. 19240, Dells Paper & Pulp Co. vs. Alabama Great Southern 
et al., on a finding that the rate of 51 cents, at the time the 
complaint was filed, on crude sulphur, carloads, from Sulphur 
Mines, La., to Eau Claire, Wis., is not unreasonable. Snider 
said the complainant contended that the rate to Eau Claire 
should not be higher than the rate to points in the Fox River 
paper mill group. The examiner said the rates on crude sul- 
phur, from Sulphur Mines to destinations in Wisconsin, includ- 
ing Eau Claire, had theretofore been considered and found not 
unreasonable in Pulp & Paper Manufacturers Association vs. 
Belt Ry., 39 I. C. C. 360, and Union Sulphur Co. vs. A. & W., 
81 I. C. C. 382. In May, 1927, while the case was pending, the 
rate to the Eau Claire group was reduced to 46.5 cents and to 
the Fox River group, to 43.5 cents. Snider said no sulphur had 
moved under the reduced rates, because the mines became ex- 
hausted and were closed on April 1, 1927. 


IRON OR STEEL RAIL RATES 


Examiner John J. Crowley has recommended the dismissal 
of No. 18140, A. Larsson et al. vs. Santa Fe et al., on a finding 
that the rates on iron or steel rails, second-hand, from Estancia, 
N. M., to Westwood, Calif., imposed on eleveen carloads, shipped 
in March, 1924, were not unreasonable or otherwise unlawful. 
Combinations of commodity rates, equal to 95.25 cents per 100 
pounds, were collected. The present combination, the exam- 
iner said, was equal to 90.8 cents. 


LIQUEFIED CHLORINE GAS RATES 


Examiner John T. Money, in No. 19244, Buckeye Cotton Oil 
Co. vs. Baltimore & Ohio et al., has recommended that the 
Commission find unreasonable the rate on liquefied chlorine gas, 
carloads, from Niagara Falls, N. Y., to Memphis, Tenn., pre- 
scribe a new one, not exceeding 85 cents, and award reparation. 
Shipments involved in the complaint were made on a fourth 
class rate of $1.035, and minimum of 30,000 pounds. The com- 
plainant contended, Money said, that a rate of 56 cents would 
be reasonable. The complainant, he said, did not attack the 
rating nor the fourth class rate from Niagara Falls to Memphis, 
but contended for a commodity rate lower than the class rate. 
Money said the rate from Niagara Falls to Memphis was out 
of line with rates on the commodity shown by the railroads 
in their defense of the rate under attack. 


RADIO SET AND SPEAKER RATES 


Examiner Kenneth J. McAuliffe has recommended the dis- 
missal of No. 19496, Harger & Blish et al. vs. Chicago, Milwaukee 
& St. Paul et al., on a finding that the charges on a mixed 
carload shipment of radio receiving sets and radio loud speakers, 
from Niceton, Pa., to Des Moines, Ia., and on a carload of radio 
receiving sets from New York, N. Y., to Omaha, Neb., made in 
1925, were not unreasonable. McAuliffe called attention to the 
fact that the rates which were attacked were established as a 
result of a revision of rates mentioned in Classification of Radio 
Sets, 102 I. C. C. 140, and that in such cases the Commission 
had generally denied reparation. He said the principle under- 
lying denial in such cases was particularly applicable in the 
circumstances of this case. 


WOODEN INSULATOR PIN RATE 


A finding of unreasonableness, prescription of a new rate 
and an award of reparation by means of the waiver of under- 
charges have been recommended by Examiner J. H. Smith in 
No. 19259, Joslyn Manufacturing & Supply Company vs. Balti- 
more & Ohio et al., as to a fifth class rate of 27.5 cents imposed 
on carloads of wooden telephone and telegraph insulator pins 
and brackets, shipped from North Vernon, Ind., to Chicago, IIL, 
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since March 30, 1925. The class rate was imposed on some of 
the shipments and a commodity rate of 18.5 cents on others. 
The examiner said the rate of 27.5 cents should be found un- 
reasonable to the extent that it exceeded, exceeds or might 
exceed 18.5 cents, prescribe that rate and authorize the waiving 
of the undercharges arising from the application of the rate of 
18.5 cents on shipments to which it was not applicable. 


CAR WHEELS AND AXLES 


Attorney-Examiner George M. Curtis has recommended the 
dismissal of No. 19197, United Verde Copper Company et al. vs. 
Atchison, Topeka & Santa Fe et al., on a finding that the rates 
on car wheels and axles, and mine car wheels and axles, sep- 
arate or attached, in carloads, from Denver and Pueblo, Colo., 
East St. Louis and Granite City, Ill., and Knoxville and Mem- 
phis, Tenn., to Clarksdale, Ariz., are unreasonable. The joint 
rates, in effect since July 1, 1926, were alleged to be in violation 
of the aggregate of intermediates part of the fourth section, in 
addition to being also unreasonable. A question as to the min- 
ima was also raised but Curtis said the record was insufficient 
to determine what was a reasonable minimum lading of the 
wheels and axles. He said the rates had not been shown to 
have been or to be unreasonable by comparison with other rates 
on analagous but wholly dissimilar articles from the same or 
comparable points of origin to Clarksdale or to other destina- 
tions within a large destination territory. 


POTATO RE-ICING CHARGE 


Examiner S. A. Aplin has recommended dismissal of the 
complaint in No. 19321, L. K. Stein Company vs. Chicago, Rock 
Island & Pacific, on a finding that the charge of $8.78 assessed 
for re-icing at Los Angeles, Calif., a carload of potatoes shipped 
from Shafter, Calif., to Minneapolis, Minn., was applicable. 





RATES ON GREEN TOMATOES 


In a proposed report in No. 17865, Traffic Bureau, Chamber 
of Commerce (Lynchburg, Va.) vs. Illinois Central et al., Exam- 
iner P. F. Mackey has recommended that the Commission find 
that rates on green tomatoes, carloads, from certain points in 
Mississippi and Tennessee to Lynchburg, Va., were not unrea- 
sonable or otherwise unlawful but that on a shipment from Sitka, 
Tenn., to Lynchburg, the rate was unreasonable to the extent 
that it exceeded $1.015, and that reparation of $37.30, with in- 
terest, should be awarded. 


PACIFIC GROUP CATTLE RATES 


A basis of rates on cattle and sheep has been recommended 
by Examiner George C. Clarke in No. 18764, C. E. Swanston & 
Son vs. Western Pacific et al. He said the Commission should 
find unreasonable but not unduly prejudicial, the rates now in 
effect from points on the Southern Pacific and Western Pacific 
in Nevada,, on the Southern Pacific in Oregon, and on the 
Fernley-Lassen branch of: the Southern Pacific in California 
moving via an interstate route, to Swanston, Calif. He also 
recommended reparation to the basis of rates he thinks the 
Commission should direct the carriers to use in establishing 
new ones. The rates now in effect were alleged to be un- 
reasonable and unduly prejudicial, as applied to Swanston, and 
unduly preferential of San Francisco. Swanston is near Sacra- 
mento. The complaint was amended at the hearing to include 
points of origiin in California on the Nevada-California-Oregon. 
The California Cattlemen’s Association and the Public Service 
Commission of Nevada, the examiner said, intervened in sup- 
port of the complainant. In using the words cattle and sheep, 
the examiner said, he meant fat cattle and fat sheep. 

Complainant asked for rates on the bases prescribed by 

the Commission in American National Live Stock Association 
vs. S. P., 26 I. C. C. 37; 32 I. C. C. 438, and Arizona Cattle Grow- 
ers’ Association vs. A. Ry. Co., 101 I. C. C. 181. The latter case 
was to be used for distances of 230 miles and shorter. 
On May 7, 1927, the examiner said, as a result of negotia- 
tions following the advice of the Commission in American Live 
Stock Association vs. A. T. & S. F., 112 I. C. C. 197, the carriers 
established rates presumably satisfactory to the California stock- 
men and the Nevada Land & Live Stock Association. The 
Southern Pacific said that that revision would provide rates on 
cattle and sheep, both feeder and fat, to various markets, such 
as Los Angeles, San Francisco, Portland, Swanston, Ogden and 
Salt Lake City. It said that, while the revision was made as a 
result of the Commission’s recommendation in the last men- 
tioned American Live Stock Association case, it was by no 
means to be considered an admission of unreasonableness of 
the rates formerly in effect. 

The examiner said that the Commission should find the 
rates under assault were, are and for the future would be 
unreasonable to the extent they exceeded, exceed or might 
exceed those established by the carriers on May 7, 1927, and 
award reparation to that basis. 

Examiner Clarke said that with regard to the Nevada Cop- 
per Belt, Virginia & Truckee, Nevada Northern, and the Nevada- 
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California-Oregon, the record was too meager to warrant a 
finding with respect to them, but that the trunk lines should 
enter into negotiations with them and arrange a satisfactory 
basis of rates for application from points on their lines, bearing 
in mind their needs by reason of the financial condition of those 
roads. 


PER CAR CHARGE ON GRAIN 


Examiner Lewis L. Prout has recommended dismissal of 
the complaint in No. 19101, Jackson Traffic Bureau for Betta 
Feed Mills, Inc., vs. Alabama & Vicksburg et al., on a finding 
that charges at Jackson, Miss., for delay in surrendering bills 
of lading on cars billed to “order notify,” moving interstate in 
connection with the Illinois Central, were applicable prior to 
April 30, 1925, and inapplicable thereafter. Similar charges in 
connection with the Yazoo & Mississippi Valley should be found 
applicable prior to July 1, 1926, and inapplicable thereafter, 
according to the report. Refund of overcharges should be di- 
rected, said the examiner. 

Complainant attacked as inapplicable a charge of $5.85 per 
ear on carload shipments of grain and grain products received 
at Jackson, consigned to “order notify,” or “shippers’ order 
notify,” Betta Feed Mills., Inc. The examiner said the only 
issue presented was as to whether the alternative of the ap- 
plicable: tariff providing for execution of an indemnity bond in 
lieu of surrendering the bill of lading was complied with by 
complainant. It was admitted, said he, that, effective April 30, 
1925, complainant executed a blanket indemnity bond in favor 
of the Illinois Central for $5,000, which remained in effect until 
July 1, 1926, when a new bond was executed in the amount of 
$7,500, in favor of both the Illinois Central and the Yazoo & 
Mississippi Valley. Continuing, the examiner said: 


Defendants contend that the bond required a notice to be given 
with respect to each particular shipment. This was not done. They 
further contend that the requirements of the tariff provisions were 
not ———— with since the conditions of the bond were not ob- 
served. 

The tariff provision merely required that an indemnity bond 
be executed. If the bond was not satisfactory, defendants under the 
classification, had the privilege of refusing to accept it. Permitting 
conditions of a private bond to be construed as conditions of a tariff 
would be tantamount to supplementing the tariff in violation of 
section 6. 


POWDER RATES PREJUDICIAL 


In a proposed report on No. 16412, rates on powder and 
high explosives, in carloads, within the state of Arizona, a pro- 
ceeding initiated by the Commission, Examiner Jesse C. Harra- 
man said the Commission should find that the intrastate rates 
applying on the commodities mentioned, from Curtiss and 
Kennard, Ariz., prescribed by the Arizona commission, did not 
cause any violation of section 13 of the interstate commerce act, 
the one forbidding unjust discrimination against interstate com- 
merce. The report also covers No. 14687, Apache Powder Co. 
vs. Arizona Eastern et al. 

The inquiry into the Arizona intrastate rates was instituted 
upon petition of the Arizona Eastern, the Santa Fe, Southern 
Pacific and El Paso & Southwestern. The powder company’s 
complaint alleged that the rates on powder and other explosives, 
from Curtiss and Kennard, to destinations in New Mexico, Colo- 
rado, Utah, Nevada, California and Mexico violated the first 
three sections of the interstate commerce law. As to those 
rates, Harraman said: 


In No. 14687 the Commission should find: that the first class rates 
as applied to powder and other explosives, in carloads, from_Curtiss 
and Kennard to destinations in California, Nevada, Utah, Colorado 
and New Mexico are not unreasonable. The Commission should 
further find that with the exception of rates to group J points, the 
maintenance by defendants, of specific commodity rates on powder 
and other explosives, in carloads, from producing points in Cali- 
fornia, Utah and Colorado to interstate destinations in Arizona, 
Nevada, Utah, Colorado, California and New Mexico which are 
lower than the first class rates contemporaneously in effect from and 
to the same points and the failure of defendants likewise to estab- 
lish and maintain specific commodity rates having the same per- 
centage relation to first class rates from Curtiss and Kennard to 
destinations in California, Nevada, Utah, Colorado and New Mexico 
results in undue prejudice to complainant and undue preference of 
its —— and that such prejudice and preference should be 
removed. 

The Commission should further find that the failure of the de- 
fendant, Southern Pacific, to establish and maintain joint rates on 
powder and other explosives, in carloads, from Curtiss and Kennard 
to Guaymas and Mazatlan, Mexico, while contemporaneously main- 
taining joint rates from San Francisco to Guaymas and Mazatlan, 
results in undue prejudice to complainant and undue preference of 
its — and that such prejudice and preference should be 
removed. 


WEIGHING CHARGES INAPPLICABLE 


Examiner F. D. Binkley, in No. 18048, Archer Iron & Metal 
Co. vs. Santa Fe, has recommended its dismissal on the request 
of the complainant. In a sub-number thereunder, J. Flaxman 
Iron Co. vs. Chicago & Eastern Illinois, he said the Commission 
should find inapplicable the charges collected for weighing out- 
bound interstate shipments of scrap iron or steel at Chicago, IIl., 
direct the refund of the charges and dismiss the case. The 
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allegations were that the charges were inapplicable, unreason- 
able and unduly prejudicial. The prayers were for reasonable 
charges, if any, for the future and reparation. 

The examiner said the tariffs pertaining to shipments to 
points in the Chicago switching district, to which most of the 
complainant’s traffic went, required prepayment of charges and 
offered three ways for ascertaining them, namely, actual weigh- 
ing; declaring the weight, which was what the complainant did 
by giving the minimum of 60,000 pounds; and when neither the 
actual weight nor the declared weight was given, calculation 
of the charges on the basis of 110 per cent of the marked 
capacity of the car. He said the carrier might refuse the 
declared weight or the weight based upon 110 per cent of the 
marked capacity of the car but that if actual weights were 
wanted by a shipper the carrier had to weigh the shipments 
as an incident to transportation. He said that because much 
of the argument in the case, under the shortened procedure, 
was upon whether the shipper had asked for the weights. The 
examiner said it was immaterial whether the complainant had 
or had not asked for the weight because he had the right to 
require the actual weight. Further, Binkley said, it was im- 
material whether or not the primary object of ascertaining the 
weights was for the purpose of the assessment of freight 
charges since they were so used and could be required for that 
purpose. He said the tariff clearly provided no charge for 
weighing when the weights were used for billing purposes. The 
fact, he said, that they might also be used for other purposes 
did not affect that provision. It appeared, however, he said, 
that some of the shipments were weighed a second or third 
time and that such re-weighing necessitated switching back 
to the complainant’s yard for partial unloading because the 
cars were overloaded. For such service a charge of 2.5 cents, 
Binkley said, should have been collected. He said that if the 
charge had not been collected proper steps to collect whatever 
charges were legally outstanding should be taken. 


HAY INSPECTION CHARGES 

Examiner H. L. Main, in No. 19475, Gateway Hay Co., et al., 
vs. Union Pacific, said the Commission should find inapplicable 
and unreasonable an inspection charge of $2.25 on hay, shipped 
from interstate points to Kansas City, there inspected and re- 
shipped to points beyond, and award reparation. The complaint 
alleged the charge was unreasonable, unjustly discriminatory 
and inapplicable. The charge was discontinued in October, 
1926, so the question of reparation alone was before the ex- 
aminer. In place of the inspection charge, the carrier now 
collects a switching charge of $3.60 per car when, after inspec- 
tion and acceptance, the car is ordered to another carrier as a 
new shipment. 

One of the questions in the case was as to whether the 
delivery on the inspection tracks was an actual delivery. The 
examiner said the record established that delivery was taken on 
the inspection tracks. He said that the principle was estab- 
lished that a car needed not necessarily to be unloaded to effect 


delivery. In support of that he cited Reconsignment Case No. 3, 
53 I. C. C. 4565. 


RATE ON ASPHALT COMPOUND 


Examiner Riley A. Gwynn has recommended dismissal of 
the complaint in No. 19219, California Wire & Cable Company, 
Inc., vs. Chicago & North Western et al., on a finding that the 
applicable fifth class rate of $2.63, minimum 40,000 pounds, on 
asphalt compound, carloads, from Chicago, IIl., to Orange, Calif., 
was unreasonable to the extent that it exceeded 83 cents. 
Charges were collected at a rate of 83 cents, minimum 60,000 
pounds, applicable to asphaltum. Defendants should be author- 


ized to waive collection of the outstanding undercharges, said 
the examiner. 





WEIGHT ON GRAPES 


Dismissal of the complaint in No. 19333, Gamble Robinson 
Company vs. Pere Marquette et al., has been proposed by Ex- 
aminer A. J. Sullivan on a finding that the estimated weight of 
6.5 pounds per basket as applied to a carload shipment of 
grapes from Stevensville, Mich., to Alexandria, Minn., was not 


shown to have been inapplicable and that the shipment was not 
overcharged. 


RATES ON BANANAS 


Dismissal of the complaint in No. 18824, Lovett Fruit and 
Produce Co. et al. vs. Alabama Great Southern et al., has been 
recommended by Examiner J. H. Smith on a finding that rates 
on bananas, carloads, from New Orleans and Mobile to Middles- 
boro, Ky., were not unreasonable or unduly prejudicial. Charges 
were collected at the applicable commodity rates of 83.5 cents 
from New Orleans and 77 cents from Mobile. Under the scale 
recommended in Bananas from Gulf Ports, 123 I. C. C. 181, re- 
cently reopened, rates to Middlesboro from New Orleans and 
Mobile would be 79 cents and 72 cents, respectively, said the 
report. Such rates would be acceptable to complainants, said 
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the examiner. Reparation was sought to the basis of those 
rates. The examiner said complainants had not shown that 
the rates assailed exceeded maximum reasonable rates at the 
time the shipments under consideration moved. Even if the 
“banana case” rates should be made effective, said he, they 
would be established as a part of a general readjustment of 
rates, involving increases as well as reductions, and therefore 
would not constitute a proper basis for an award of reparation. 





RATE ON COKE 


Examiner Harris Fleming has recommended dismissal of 
the complaint in No. 18903, United Power and Light Corpora- 
tion vs. Birmingham Southern et al., on a finding that the rate 
on coke from the Birmingham, Ala., district to Manhattan and 
Junction City, Kan., is not shown to be or to have been unrea- 
sonable or unduly prejudicial. The applicable rate, according 
to the report, is a joint rate of $7.08 per ton of 2,000 pounds, 
and most of the shipments involved were charged that rate. 


FINAL VALUATION REPORTS 


Valuation Docket No. 1000, Etna and Montrose Railroad Co., opin- 
ion No. B-5738, 130 I. C. C. 277-290, final value for rate-making pur- 
poses of property owned and used for common carrier purposes found 
to be $195,000, as of June 30, 1918. 

Valuation No. 615, Texas South-Eastern Railroad Co., opinion No. 
B-575, 130 I. C. C. 308-25, final value, for rate making purposes, of 
the property owned and used for common carrier purposes, found to 
be $411,700, as of June 30, 1919. 





TENTATIVE VALUATION REPORTS 


The Great North Western Telegraph Company of Canada, as of 
June 30, 1919, total owned property, $312,500; total used property, 
62,500. 

' Brooklyn Eastern District Terminal, as of December 31, 1919, total 
ened property, $64,449; total used property, $4,523,577. 

Erie Terminals Railroad Company, as of June 30, 1918, owned but 
not used property, $520,000. 


O’FALLON RECAPTURE CASE 


The federal court for the eastern district of Missouri will 
hold a hearing October 5, probably at Kansas City, on the 
suit brought by the St. Louis & O’Fallon to enjoin the Com- 
mission’s order requiring the O’Fallon to pay excess earnings 
to the government. The proceeding involves the legality of the 
Commission’s determination of value of the O’Fallon property 
for recapture purposes under section 15a of the interstate 
commerce act, and is regarded as a test case. 


GOING CONCERN VALUE 


In its brief and abstract of evidence in support of its pro- 
test against the tentative valuation of its property, the Penn- 
sylvania Railroad Company, among other contentions, said that 
Thomas W. Hulme, vice-president of the company, in his testi- 
mony, “convincingly demonstrated that the Commission’s tenta- 
tive finding of value for the Pennsylvania Railroad Company 
does not include a sufficient, if any, amount for the element of 
value for going concern of a good business over and above the 
value of the component parts of the physical property.” 

Mr. Hulme testified, according to the abstract of evidence, 
that the Pennsylvania undoubtedly had a value for going con- 
cern of a good business over and above the value of the com- 
ponent parts of the physical property. He said that only through 
an efficient, loyal, experienced, and well disciplined organiza- 
tion could a railroad maintain service that would satisfactorily 
meet the changes and complexities of the demands of com- 
merce, and that an organization to produce those results rep- 
resented a value. 

“Mr. Hulme,” said counsel, “does not hold that going con- 
cern value is the capitalization of earnings, but does believe, 
for the reasons he has given, that there is a going concern value 
in the Pennsylvania Railroad growing out of its public service, 
its good management, and its conservative financial policy com- 
manding public confidence, of at least $100,000,000 that is not 
represented in the Commission’s finding of value. This figure 
of $100,000,000 is for the Pennsylvania Railroad Company and 
the companies that were operated by it, and included by the 
Commission in the tentative valuation as served upon the Penn- 
sylvania Railroad Company.” 

In arriving at the figure of $100,000,000, Mr. Hulme did 
not include anything in the “nature of good will,” said counsel. 

The figure of $100,000,000 reflects, among other things, the 
efficiency and ability of the personnel of the Pennsylvania Rail- 
road and the ability and sagacity of its officers,’ counsel said 
in the abstract. “That figure does not reflect any monopolistic 
character of any of the company’s business nor does it reflect 
good will.” 

Good service, adequate facilities, competent organization 
and prompt handling of business have created for the Pennsyl- 
vania something more than good will among the shippers of 
competitive traffic, according to the abstract. 

“Good will may be present this year but gone next year,” 
said counsel in the abstract. 

“The shipper has to have something more than good will 
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in return for his good will; he has to have service and serv- 
ice can only be provided when the company enjoys that volume 
of business which enables it to keep going forward. There 
was a time, following the termination of federal control, be- 
cause of war time conditions, when the service of the Pennsyl- 
vania Railroad was not so good, and some of the company’s 
shippers left it. But there always remained that volume of 
business which kept the company constantly going forward 
and which represented its going concern element as distin- 
guished from good will, which is of a temporary nature. Good 
will is a factor in creating going concern value. Good will may 
depart tomorrow while going concern value may remain, un- 
less the good will has departed for too long a period and even 
then going concern value may continue. Many times the pub- 
lic becomes absolutely hostile to public service corporations 
and yet they continue to render an increasing volume of public 
service.” 


EASTERN SALT CASES 


Associate Justices Stone and Brandeis of the Supreme Court 
of the United States, on September 28, separately denied the 
application of the railroads in No. 14250, Eastern Salt Cases, 
and cases joined with it, for a stay of the order of the Commis- 
sion directing the defendants to establish reduced rates on salt, 
eastbound, from Michigan, Ohio and New York, not later than 
October 6, on the basis of a rate of 33 cents from Chicago to 
New York City. Parker McCollester and M. B. Pierce, for the 
railroads, first presented their application and arguments in 
support thereof to Justice Stone, in chambers. Grant of the 
petition was opposed, by Blackburn Esterline for the United 
States, and by J. Stanley Payne for the Commission. 

Justice Stone refused a stay, without prejudice, however, 
to the presentation of the matter to any other justice or justices. 
He said he would, if desired by the applicants, present the 
matter to Justices Brandeis and Butler who were in the city at 
the time. Informally he suggested to the attorneys for the 
railroads that they go to Justice Brandeis, as one knowing 
much more about railroad regulation matters than he. Appoint- 
ment was made immediately with Justice Brandeis and the 
attorneys went from Mr. Stone’s chambers to the residence of 
Justice Brandeis. Suggestions of a stay so that the matter 
might be presented to the court before the rates became 
operative were not sympathetically received. The case is 
already before the court on appeal from the special court, for 
the western district of New York, which refused both a prelim- 
inary and a permanent injunction, for the reasons set forth in 
the opinion of Judge Manton. (See Traffic World, August 27, 
p. 462.) 

In their presentation before the justices the railroads em- 
phasized the fact that unless the order was stayed, the rail- 
roads, in the event of their ‘winning on appeal, would have no 
opportunity of reimbursement, while, if the Supreme Court 
upheld the order, the shippers would have refunded to them the 
difference between the rates they paid and those found reason- 
able in the report upon which the order under attack was 
founded. In behalf of the Commission’s order it was pointed 
out that refund of the money to the producers would not protect 
the buyers of salt and that the benefit of the order would not 
accrue to the consuming public even under a bond such as the 
railroads offered to file binding themselves to make reparation 
without resisting awards of reparation in the courts. 

The railroads based their appeal and this application for a 
stay upon their allegation that the Commission, in prescribing 
the rate to the east, gave the shippers a lower rate than that for 
which they had asked, and prescribed rates on rock salt, with- 
out having:in the record in this case, testimony on that subject. 
They asserted that the whole case was tried on the theory that 
the relationship was wrong and that the question of the inherent 
unreasonableness of a 438-cent rate eastbound was not brought 
in except by interveners, against whose enlargement of the issues, 
as the railroads claimed, appropriate protest had been made. 
They admitted that the Commission might have found evidence 
for what it did in these cases, in the records of other salt cases, 
but they submitted that the Commission had no authority to use 
testimony in cases not joined with this one. 

Last week the lower federal court in which the case was 
tried denied a motion of the carriers for a stay and made its 
decision final. 


CHANGES IN DOCKET 

Hearing in No. 19161, Muscle Shoals Traffic Bureau, for 
King Co., vs. A. T. & S. F. Ry. et al., and No. 19774, Muscle 
Shoals Traffic Bureau, for Harlan-Payne Lumber Co., vs. Nor. 
Ala. Ry. et al., assigned for September 29, at Florence, Ala., 
before Examiner McChord, was canceled. 

Hearing in I. and S. 2982, soft coal from Illinois mines to 
Kansas and Missouri points, assigned for September 30, at 
Kansas City, Mo., before Examiner Brown, was postponed to a 
date to be hereafter fixed. 
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Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 


(Circuit Court of Appeals, First Circuit.) Suit to recover 
for difference between market value and price paid for coal 
requisitioned by Director-General for use of railroad held prop- 
erly brought against Director-General of Railroads under trans- 
portation act 1920, sec. 206 (a), being Comp. St., sec. 1007144cc, 
and not against the United States, under Lever act, sec. 10 
(Comp. St., sec. 3115-%ii), since the action was one arising 
out of operation by president of the railroad system under the 
federal control act (40 Stat. 451, as amended)—Mellon, Director- 
General of Railroads, vs. Weston, Dodson & Co., Inc., 20 Fed. 
Rep. (2d) 549. 

Where seizure of cargoes of coal by Director-General for 
use of railroads was prior to termination of federal control and 
operation, Director-General of Railroads was liable for difference 
between market price and that paid, notwithstanding delivery 
a not made until after federal control had come to an end.— 
Ibid. 

Where railroad, at time of sequestration and diversion of 
coal by an instrumentality of the government for the equitable 
distribution of fuel coal under emergency, was under private 
control, and action cannot be maintained against Director-Gen- 
eral of Railroads under transportation act 1920, sec. 206 (a), 
being Comp. St., sec. 10071%4cc, for the difference between mar- 
ket value and price paid therefor.—lIbid. 

In action under transportation act 1920, sec. 206 (a), being 
Comp. St., sec. 10071%4,cc, against Director-General of Railroads, 
as agent, to recover difference between market value and price 
paid for coal requisitioned for use of raiload, queston of whether 
or not there was a market value of coal at place and at time 
of squestration was a matter of fact for jury.—lIbid. 

In action under transportation act 1920, sec. 206 (a), being 
Comp. St., sec. 10071%4cc, against Director-General of Railroads, 
for difference between market value and price paid for coal 
requisitioned for use of railroad, evidence held to sustain finding 
that plaintiff did not accept sums which it received therefor in 
full payment.—Ibid. 

(Court of Appeals of Ohio, Hamilton County.) Under order 
bill of lading, requiring its surrender before delivery of property 
shipped, delivery by railway to consignee without presentation 
of bill of lading or payment of draft was conversion by railway. 
—Pennsylvania R. Co. vs. Greenwald Packing Corporation, 157 
N. E. Rep. 809. 

Railway delivering shipment to consignee without presenta- 
tion of bill of lading as required was guilty of conversion, though 
consignee did not inspect shipment, Gen. Code, sec. 8427, 8428, 
being unavailable.—Ibid. 

Conversion of shipment by railway, delivering property to 
consignee without presentation of bill of lading, as required, 
was not ratified, where there was no evidence that unauthorized 
delivery was ratified.—lIbid. 

Where consignee attached goods shipped, title to which was 
in bank holding bill of lading, bank, filing motion to dissolve 
attachment without knowledge of railroad’s conversion of goods 
by delivery to consignee without presentation of bill of lading, 
as required, held not to have waived conversion.—Ibid. 

Where shipper or owner takes possession of goods shipped 
or makes claim of ownership with full knowledge of railroad’s 
conversion and with intention to waive conversion, tort is 
waived, and waiver cannot be recalled.—Ibid. 


Shipping Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





(District Court, E. D., Virginia.) Under charter party pro- 
viding for loading at a specified average rate per day, com- 
mencing a certain number of hours after steamer reports ready, 
any time lost through any of enumerated causes, including 
embargo on railway, not to be considered part of loading time, 
and that, in event of any “stoppage” arising from any of these 
causes continuing for six running days from time of vessel being 
ready to load, the charter shall become void, held, that the vessel 
had right to cancel the charter when, by reason of embargo 
on railway, though not continuing for six consecutive days, there 
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was a failure of charterer to deliver any part of the cargo for 
a period of six running days after the ship reported ready and 
free time expired.—The Cogne. The Valtellina (20 Fed. Rep. 
(2d) 698. 

Though charter party, providing that any time lost through 
any of enumerated causes, including embargo on railway, should 
not be computed as part of loading time, further provided that, 
in event of any stoppage arising from any of these causes con- 
tinuing for a period of six running days from time of vessel 
being ready to load, the charter party shall become void, held, 
that where, before expiration of the six days and before can- 
cellation notice was served by ship’s master, charterer had ac- 
cumulated part of cargo, and had offered to partially load the 
vessel at his expense, which offer, if accepted, would have re- 
sulted, on the ship receiving part cargo, in further delay being 
on demurrage, refusal of the offer was a breach of the contract. 
—Ibid. 


(Circuit Court of Appeals, Fifth Circuit.) Where bills of 
lading authorized vessel to call at particular port, and provided 
it should not be liable for any loss caused by prolongation of 
voyage, vessel was not liable for delay, except as due to its 
negligence.—United States Shipping Board Emergency Fleet 
Corporation vs. Florida Grain & Elevator Co., 20 Fed. Rep. (2d) 
583. 


In action under Suits in Admiralty Act 1920 (Comp. St., 
sections 125114-1251141) against United States Shipping Board 
Emergency Fleet Corporation to recover damages for delay in 
delivery of shipment of corn, plaintiff had burden of showing 
that delay was due to defendant’s negligence.—Ibid. 


Delay of vessel at “port of call, due to stevedores’ strike and 
failure of owner to furnish funds necessary to pay for unloading 
at higher prices then prevailing, held due to owner’s negligence, 
as affects liability for delay in delivery of shipment.—Ibid. 


Measure of damages recoverable from United States Ship- 
ping Board Emergency Fleet Corporation, under Suits in Ad- 
miralty Act 1920 (Comp. St., sections 1251144-1251141), for neg- 
ligent delay in delivering shipment of corn, held difference 
between price received for corn when delivered and market value 
at time when delivery should have been made.—Ibid. 

As a general rule, the measure of damages for a carrier’s 
negligent delay in delivery of goods is the diminution in market 
value between the time they ought to have been delivered and 
the time they were in fact delivered.—Ibid. 


Special damages for carrier’s negligent delay in delivery of 
shipment are not recoverable, unless carrier has knowledge or 
notice of special use to which goods are to be put.—lIbid. 

In action against United States Shipping Board Emergency 
Fleet Corporation for damages for negligent delay in delivering 
shipment, allowance of interest at 8 per cent, the legal rate 
in Florida, where suit was brought, on amount of recovery, held 
improper, in view of Suits in Admiralty Act 1920, sec. 3 (Comp. 
St., section 1251%4b), limiting recovery to 4 per cent.—Ibid. 

In action against Shipping Board Emergency Fleet Corpora- 
tion for damages for negligent delay in delivery of shipment. 
allowance of interest on recovery from date liability became 
fixed until decree was satisfied held not improper, in view 
of Suits in Admiralty Act 1920, sec. 3 (Comp. St., sec. 1251%4b), 
providing, “Interest shall run as ordered by the court.’—lIbid. 

(Circuit Court of Appeals, Fourth Circuit.) Specific insur- 
ance effected by shippers does not preclude their suing to en- 
force personal liability of carrier for loss sustained.—Sorenson 
vs. Boston Ins. Co. of Boston, Mass., 20 Fed. Rep. (2d) 640. 


Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(Circuit Court of Appeals, Eighth Circuit.) Order and re- 
port of Interstate Commerce Commission held in effect finding 
that particular rates were unjust and unreasonable per se as 
affects right to reparations, notwithstanding Commission used 
the language “relatively unjust and unreasonable,” particularly 
in view of fact that proceedings were brought under federal 
control act, sec. 10 (Comp. St. 3115%j), giving Commission power 
to act only when rates challenged were unreasonable and unjust 
and by it found to be so.—Mellon, Agent, vs. World Pub. Co. 
Same vs. Tulsa Paper Co. Same vs. Democrat Printing Co., 
20 Fed. Rep. (2d) 613. 

Interstate Commerce Commission’s finding of unreasonable- 
ness of rates per se held to contain a sufficient formula fixing 
maximum rates, and not insufficient to support reparation order 


for want of specific finding as to maximum reasonable rates.— 
Ibid. 
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In consolidated actions by shippers to recover amounts 
awarded them by Interstate Commerce Commission as damages 
for exaction of unreasonable rates, report and orders of Com- 
mission making award, together with stipulation that all ship- 
ments were made on joint through rates, held to make prima 
facie case for each plaintiff.—Ibid. 

Statements prepared pursuant to Interstate Commerce Com- 
mission rule V by complainants in proceeding under federal con- 
trol act, sec. 10 (Comp. St., 3115%4j), to recover on account of 
exaction of unreasonable rates, showing details of shipments 
certified as correct by delivering carrier, held admission of 
amounts recoverable as damages, and sufficient evidence to sup- 
port recovery, in action under act to regulate commerce, sec. 
16 (Comp. St., sec. 8584), to enforce reparation order.—lIbid. 

In action against Director-General to enforce reparation 
order, entered in proceeding under federal control act, sec. 10 
(Comp. St., sec. 3115%j) to recover for exaction of unreasonable 
rates, fact that certain shipments passed part way en route over 
a line or lines not then under federal control, and fact that cer- 
tain other shipments originated in Canada, held not to prevent 
recovery, where in each instance the whole charge was exacted 
by and paid to the delivering carrier, which was under federal 
control.—Ibid. 

In action against Director-General under act to regulate com- 
merce, sec. 16 (Comp. St., sec. 8584), to enforce reparation order 
entered in proceeding under federal control act, sec. 10 (Comp. 
St., sec. 3115%j), plaintiffs held entitled to reasonable attorney’s 
fees provided for in section 16, as against claim that allowance 
thereof was in nature of penalty, not recoverable against United 
States.—Ibid. 

In action against Director-General under act to regulate com- 
merce, sec. 16 (Comp. St., sec. 8584), to enforce reparation order 
under federal control act, sec. 10 (Comp. St., sec. 3115%)j), 
plaintiffs held entitled to recover reasonable attorney’s fees al- 
lowed by section 16, though demand therefor was not incorpo- 
rated in complaint until after year within which action was 
required to be brought, such attorney’s fees being no part of 
plaintiff’s cause of action, but rather part of costs allowable as 
such.—Ibid. 


(Supreme Court of Minnesota.) In view of Gen. St. 1923, 
sections 4651, 4659, application for order staying operation of 
order and judgment of district court relating to order of Rail- 
road and Warehouse Commission during pendency of appeal to 
Supreme Court should first be made to district court, unless 
there is some special or extraordinary ground for invoking Su- 
preme Court’s power at outset.—State vs. Lefevre, 215 N. W. 
Rep. 188. 


In view of Gen. St. 1923, sections 4651, 4659, refusal of dis- 
trict court to stay operation of Railroad and Warehouse Com- 
mission’s order relating to carrying of passengers in motor ve- 
hicle over public roads, under Laws 1925, c. 185, will be upheld 
on application to Supreme Court, unless facts presented make 
it reasonably certain that unjustifiable prejudice or injury will 
result from denial of application.—Ibid. 


(Supreme Court of California.) In action on policy of auto- 
mobile indemnity insurance to recover from insurer amount of 
judgment obtained against insured, defendant’s denial, for want 
of information or belief, that any execution had been issued on 
such judgment may be disregarded, where issuing of execution 
and return thereof was matter of record.—Kruger vs. California 
Highway Indemnity Exchange, 258 Pac. Rep. 602. 


In action on policy of automobile indemnity insurance to 
recover from insurer amount of judgment against insured ob- 
tained without insurer’s knowledge, in absence claim of fraud 
or collusion, is bound by such judgment, where policy guaranteed 
payment of judgment against insured.—Ibid. 


In action under policy of automobile indemnity insurance 
by one who had obtained judgment against insured, failure of 
insured to comply with policy by forwarding to insurer papers 
served on him cannot affect insurer’s liability to plaintiff to 
pay judgment, which liability was expressly and unconditionally 
assumed by terms of policy.—Ibid. 

In action on policy of automobile indemnity insurance cov- 
ering jitney bus, as required by city insurance, attack on con- 
stitutionality of such ordinance presents no legal defense to 
enforcement of liability under policy which was voluntarily 
assumed.—Ibid. 

Municipality has the right within reasonable jimits to 
prescribe the nature of the securities to be given by those 
operating vehicles for hire on its public streets.—Ibid. 

(Court of Appeals of Georgia, Division No. 1.) Freight 
charges in excess of carload rate assessed on weight of lumber 
over minimum carload fixed by Public Service Commission held 
recoverable (Civ. Code 1910, sec. 2770).—Lumberman’s Co. vs. 
Seaboard Air Line Ry. Co., 139 S. E. Rep. 116. 

Supreme Court of Texas.) Pen. Code 1911, arts. 1527-1529, 
requiring carriers to redeem unused railroad tickets or unused 
portions thereof, cannot be applied to interstate commerce, 
where Congress, through powers to regulate commerce has by 
statutes and through agency of Interstate Commerce Commis- 
sion, occupied same field under U. S. Comp. St. sections 8563, 
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8564, 8569, 8581—Neubert vs. Chicago, R. I. & G. Ry. Co., 296 
Ss. W. Rep. 1090. 

Interstate Commerce Act (U. S. Comp. St. sections 8563 
et seq.) applies to both passenger and freight transportation. 
—Ibid. 

Under U. S. Comp. St. sec. 8569, requiring carriers to file- 
schedules of rates and charges with Interstate Commerce Com- 
mission, and prohibiting any change in rates filed except on 
notice to commission, commission is authorized to make suitable 
rules and regulations for simplification of schedule of rates and 
charges.—Ibid. 

U. S. Comp. St. sections 8563, 8564, 8569, 8581, held to show 
that entire subject—matter of rates and fares for interstate 
passenger transportation, and rules, regulations, and practice 
with reference thereto, has been confided to Interstate Commerce 
Commission, precluding regulation by state thereof.—Ibid. 

Provision for redemption of unused railroad tickets or par- 
tially unused tickets is necessarily either part of contract be- 
tween carrier and passenger, or, because of existence of valid 
law to that effect, is read into contract.—Ibid. 

U. S. Comp. St. sections 8563, 8564, 8569, 8581, authorize 
railroad companies either to fix own fares for transportation, 
including terms of contract, together with rules gdverning 
contract, and publish schedule, or require carrier to file and 
publish fares, rules, and contract, as may be prescribed by 
Interstate Commerce Commission.—Ibid. 

Under U. S. Comp. St. sections 8563, 8564, 8569, 8581, rail- 
road company in preparing its schedule of fares, is authorized 
to declare that it would redeem unused passenger tickets or 
partially unused tickets.—Ibid. 

Under U. S. Comp. St. sections 8563, 8564, 8569, 8581, carrier 
could not file, publish, and put into operation an unreasonable 
or discriminatory rate or rule.—lIbid. 

Under U. S. Comp. St. sections 8563, 8564, 8569, 8581, rates 
or rules filed by railroads are within power of review and 
revision conferred on Interstate Commerce Commission.—Ibid. 

Under U. S. Comp. St. sections 8563, 8564, 8569, 8581, con- 
fiding to Interstate Commerce Commission entire subject-mat- 
ter of prescribing rates and rules for interstate passenger trans- 
portation, there is no field for legislation on part of state with 
reference to redemption of unused, or partially unused, interstate 
passenger tickets.—Ibid. 

U. S. Comp. St. sections 8563, 8564, 8569, 8581, contemplates 
that carrier shall be responsible for what it puts in its own 
rates and regulations, and punishes carrier for discrimination 
therein.—Ibid. 

Under Interstate Commerce Act (U. S. Comp. St. sec. 8563 
et seq.) and construction given thereto by the Interstate Com- 
merce Commission, subject of redemption of unused, or partially 
unused tickets issued in interstate commerce is within act, and 
subject to regulation and administration by Interstate Commerce 
Commission.—Ibid. 

Contemporaneous and practical construction of statute by 
those whose duty it is to carry statute into effect is entitled to 
consideration in courts, and, though not absolutely controlling, 
it is not to be disregarded without most persuasive reasons. 
—Ibid. 

Pen. Code 1911, arts 1527-1529, requiring carriers to redeem 
unused, or partially unused, railroad tickets, held intended to 
apply only to intrastate commerce, and as applicable thereto 
is within legislative power of state.—Ibid. 

Pen. Code 1911, arts. 1527-1529, requiring carriers to redeem 
unused intrastate tickets or unused portions thereof is reason- 
able.—Ibid. 

(Kansas City Court of Appeals, Missouri.) Where no instruc- 
tions were asked, refused, or given in action at law except 
demurrer to evidence, there is no question for review except 
errors apparent on face of record proper and question whether 
under issues plaintiff made out prima facie case.—Bates Coal 
Mining & Mercantile Co. vs. Missouri Pac. R. Co., 296 S. W. 
Rep. 1049. 

Provision of contract between coal company and railroad 
which constructed private switch, under which company agreed 
to release railroad from liability for injuries to its property by 
railroad while operating locomotives and cars on such track, 
held to exonerate railroad from liability for injury to tipple and 
loading chute due to negligent switching of box car over private 
switch.—Ibid. 

Provision of contract under which .railrqad constructed 
private track for plaintiff, providing for release of railroad from 
liability for injury to plaintiff’s property by railroad while oper- 
ating locomotives and cars on such track, held not ambiguous 
and, therefore, not to be construed more strongly against rail- 
road which made it.—Ibid. 

Where no instructions were asked, refused, or given in 
action at law except demurrer to evidence, reviewing court 
must affirm judgment if there is any way in which it can affirm 
it—Ibid. 


The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their tariff files are up-to-date. 
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N. P. GUARANTY PAYMENT CASE 


Defense of the finding of the Commission that the Northern 
Pacific was overpaid in the amount of $1,269,905.20 under sec- 
tions 209 and 212 of the transportation act for the six months’ 
guaranty period following the end of federal control is made 
in a brief filed by E. M. Reidy, for the Commission, in the 
Court of Appeals of the District of Columbia, in Northern Pa- 
cific Railway Co., appellant, vs. Interstate Commerce Commis- 
sion, appellee. The carrier received a total of $12,175,000 in 
advance and partial payments under sections 209 and 212 of the 
act, and later the Commission determined that the total amount 
necessary to make good the guaranty to the company was 
$10,905,094.80. The Supreme Court of the District of Columbia 
held in favor of the Commission. 

In general, the contention of the carrier is that the deter- 
minations made by the Commission when the advance and 
partial payments were certified in favor of the carrier were final 
and that the government cannot now recover the amount of 
$1,269,905.20. 

“We think that a statement of the facts as they actually 
occurred before the Commission will convince the court that 
neither the appellant nor the Commission had any idea when 
the certificate of March 3, 1921, was made that it constituted 
a definite and final determination of the amount therein certi- 
fied, and that a fair interpretation of the statute under which 
the Commission operated in this case, namely, sections 209 and 
212, does not call for a conclusion that the certificate was final 
in respect of the whole amount due under the guaranty,” said 
Mr. Reidy. 

Mr. Reidy said that, in general, section 212, and subdivision 
(h) of section 209, might be said to be measures for intsant 
relief of the carriers. To fulfill the purpose of these provisions, 
said he, the relief had to be extended immediately, or it was 
no relief at all. 

“If the carriers were to have the benefit of the act,” said 
he, “there was no time or opportunity for the painstaking in- 
vestigation necessary to final settlement. The books of account 
of the carriers had not been closed. Neither was it intended by 
the framers of these measures that such definite and final ascer- 
tainments should be made prior to the payment of advances and 
partial payments; for although the form of certificates in such 
cases purported to represent a definite ascertainment, the ascer- 
tainments were definite only to the extent that the facts as 
then known were definite. On the merits of the case, 
we respectfully submit that the interpretation of the statute 
asked for by the appellant would in effect penalize the gov- 
ernment for its endeavor to meet the demands and urgent needs 
of the carriers for advance payments.” 


GREAT NORTHERN TAX CASE 


The United States Board of Tax Appeals has issued a de- 
cision in Great Northern Railway Co., petitioner, vs. Commis- 
sioner of Internal Revenue, respondent, in which findings favor- 
able in part to the railroad company and in part to the re- 
spodent are made. The proceedings were for the redetermina- 
tion of deficiencies in income tax for the years 1917, 1918, and 
1919, as follows: 1917, $121,149.59; 1918, $529,249.86; and 1919, 
$26,643.86. The carrier alleged that the taxes in controversy 
for the several years were as follows: 1917, $130,056.13; 1918, 
$536,739.06 ,and 1919, $32,030.40. 

In its income-tax return for 1917 the carrier deducted from 
gross income the entire expense of operating its transportation 
service trains, including $422,677.80 appearing on its books as 
a credit to “Transportation for Investment—Cr.” and represent- 
ing the estimated cost of transporting on such trains men en- 
gaged in and material used in construction work, whcih de- 
duction was disallowed by the commissioner. The board held 
that no part of the $422,677.80 was deductible from gross income. 

In 1917 the carrier paid $4,587.02 as penalties for violating 
federal regulatory statutes. The board held that the penalties 
paid were not ordinary and necessary expenses incident to the 
conduct of petitioner’s business. 

In 1918 the petitioner owned all the capital stock of the 
Great Northern Express Company, an affiliated corporation, and 
in that year the express company was required by the customs 
authorities to pay a penalty of $28 for violation of the customs 
regulations, one-half of which was assumed by the Great North- 
ern Express and the other half by the Adams Express Company. 
The board held that the penalty paid was not a legal deduction 
from gross income. 

In the years 1917, 1918, and 1919, according to the decision, 
the petitioner owned interest-bearing obligations of a number 
of corporations which, under the regulations of the Interstate 
Commerce Commission, it was not permitted to accrue on its 
books for the reason that the corporations were operating at 
a deficit and there was no certainty that they would ever be 
able to pay interest on their obligations. The board held that 
the petitioner derived no income from interest on the obliga- 
tions in the taxable years and that the amount thereof was 
improperly accrued by the respondent in computing deficiencies. 

The board held that, in determining the cost of property 
scrapped in the taxable years, the commissioner correctly ad- 
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justed the March 1, 1913, value by the amount of allowable 
depreciation on such assets which was deducted from gross 
income in income-tax returns. 

Contributions received for construction of spur tracks and 
farm crossings were held by the board not to constitute taxable 
income. 

The board held that compensation and interest due the car- 
rier from the Director-General of Railroads was income for each 
of the accounting periods for which the compensation was 
allowed. 

Among other findings made in the decision, which embraces 
81 mimeographed pages, was one that the net income of the 
carrier should not be increased by any disallowance of a con- 
tribution made to the Association of Railway Executives. This 
ruling was made because of lack of evidence as to whether the 
amount was taken as a deduction in the return. In connection 
with this finding, the board said that, on October 16, 1919, the 
president of the Association of Railway Executives mailed the 
president of the Great Northern a letter announcing plans for 
the assessment of $1,600,000 for the support of the association. 
Included in the letter was a committee report relating to the 
proposed expenditure by the association of $1,000,000 for the 
purpose of a publicity campaign to bring pressure to bear on 
Congress through the medium of public opinion to enact legis- 
lation favorable to the railroads in connection with the return 
of the roads to private control and in connection with other 
legislation affecting the roads, according to the board. The Great 
Northern was assessed $57,553.83, of which one-half was due 
and payable immediately, the remainder to be paid in 1920. 
The commissioner contended that ten-sixteenths of the amount 
paid by the Great Northern to the association in 1919 should 
be disallowed as a deduction from gross income on the ground 
that, to that extent, the payment to the association was not 
an ordinary and necessary business expense. 


The board said the evidence before it did not show how or 
for what purpose the money collected by the Association of 
Railway Executives was expended nor to what account or ac- 
counts the payment made by the petitioner in 1919 was charged 
on its books. The board said the record was also silent as to 
whether the petitioner deducted this payment from its gross 
income in making its income-tax,‘return for 1919. This issue, 
said the board, injected into the proceeding by the respondent, 
was, for lack of proof on his part, decided in favor of the 
petitioner. 


MILWAUKEE REORGANIZATION 


An appeal to the Commission to approve the reorganization 
of the Chicago, Milwaukee & St. Paul, as proposed in the appli- 
cation of the Chicago, Milwaukee, St. Paul & Pacific for author- 
ity to acquire the property of the old company, and thus per- 
mit termination of the receivership, was made in a reply brief 
filed on behalf of the new company and made public by the 
Commission on the eve of argument on the application Septem- 
ber 29. Counsel said it was clear that the efficiency and pros- 
perity of the property could not be completely restored until 
after the receivership. Attacks on the plan were characterized 
as “demagogic.” 

For five hours the Commission heard arguments of counsel 
September 29 on the application of the new Milwaukee com- 
pany to take over the property of the old company and to issue 
securities to give effect to the reorganization plan. 


Argument in support of the application and the reorganiza- 
tion plan was made by Robert T. Swaine, of counsel for the 
new company; George W. Murray, representing the preferred 
stockholders’. committee under the reorganization plan; William 
Church Osborn, representing the Iselin stockholders’ committee, 
and Elihu Root, Jr., representing the Roosevelt bondholders’ 
committee. The Commission was urged to approve the appli- 
cation to the end that the receivership of the Milwaukee might 
be terminated. 

D. H. Grady, special counsel for the state of Wisconsin, 
attacked the contracts entered into by the Milwaukee in 1911 
with Montana power companies for electric power, contending 
that under these contracts a loss to the Milwaukee of $375,000 
annually resulted. He asked the Commission to withhold ap- 
proval of the application until those contracts had been termi- 
nated. He also objected to counsel and others of “protective” 
committees being paid anything out of the funds of the company 
in the way of reorganization fees. In connection with the elec- 
tric power contracts, Mr. Swaine said the new company would 
have a year in which to decide whether those contracts or any 
other contract made by the old company should be continued 
in effect. 

Henry W. Anderson, counsel for the Jameson bondholders’ 
committee, made the argument for that committee against ap- 
proval of the application and of the reorganization plan. He 
said he was surprised at the tone of the reply brief filed the 
day before the argument was heard but that he would ignore 
references to counsel and confine his argument to the reor- 
ganization plan. He said it was contended that the Commis- 
sion had no jurisdiction over “private rights” of stockholders. 
The way he read the transportation act, he continued, the Com- 
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mission had jurisdiction over all the issues raised by the pro- 
testants in the proceeding. Typical of his position, as set forth 
in his argument, was the statement by Mr. Anderson that when 
a person invested money in railroad securities, that money 
went into a public trust over which the Commission had 
jurisdiction. 


P. & W. V. CONNELLSVILLE LINE 


The Traffic World Washington Burea 


Proposal by the Pittsburgh & West Virginia to build an 
extension from Cochran’s Mill to Connellsville, Pa., a distance 
of approximately 38 miles, brought out considerable opposition 
at the hearing this week on the application before C. V. Burn- 
side, assistant director of the bureau of finance of the Com- 
mission. 

The Pennsylvania, the Nickel Plate, the Baltimore & Ohio 
and the Wheeling & Lake Erie are interveners in the. proceed- 
ing. The Pennsylvania said construction of the line would be 
prejudicial to it and not in the public interest. It said the 
B. & O., the P. & L. E., and itself now served the territory in- 
volved adequately. The Baltimore & Ohio took a similar 
position. 

The Nickel Plate, in its petition of intervention opposing 
the P. & W. Y. proposal, said the applicant was seeking au- 
thority to acquire control of the Wheeling & Lake Erie and 
that such control would not be in the public interest. The 
Nickel Plate said it was about to petition the Commission for 
leave to intervene in that proceeding and ask for authority per- 
mitting it (the Nickel Plate) to acquire control of the P. 
& W. V. 

In response to questions, F. E. Taplin, president of the 
P. & W. V., said the proposal to build the Connellsville exten- 
sion went back to the same plan that the Gould people had as 
to the formation of a through system. He said his company 
had tried to get rates over its line in conjunction withthe New 
York Central, the Pennsylvania and other railroads but were 
unsuccessful in that effort and that it became apparent that in 
order to obtain a satisfactory route to tidewater, there was no 
other way except by the P. & W. V. building its own line in 
connection with the Western Maryland to Connellsville “which 
would give us a short line from Toledo to Baltimore.” 

Mr. Taplin said he thought it would be advantageous to 
link up present pieces of railroad to the end that through 


; routes would be established. He said he was referring to the 


Wabash, Wheeling & Lake Erie, Pittsburgh & West Virginia 
and the Western Maryland. 

The proposed line, according to the applicant, would afford 
a connection with the Western Maryland at Connellsville and 
provide a new route by which the congested district at Pitts- 
burgh could be avoided. 


AUTOMATIC TRAIN CONTROL, ETC. 


Out of a total of 44 railroads required to install automatic 
train stop or automatic train control devices under the Com- 
mission’s orders of June 13, 1922, and January 14, 1924, all 
except 11 have equipped their lines as required, according to 
information contained in a tabulation of statistics pertaining to 
signals, automatic train control, and the telegraph and telephone 
for transmission of train orders, as used on the railroads of the 
United States, issued by the Commission. Of the 11 lines re- 
ferred to all except one have complied in part with the orders. 

The number of miles of road to be equipped with automatic 
train control devices under the Commission’s orders is 8,359.8. 
The number of miles of road equipped as of July 1 was 7,404.4. 

The total length of railroad in the United States operated 
under the block system on January 1, 1927, was 110,828.2 miles, 
according to the Commission’s statistics. Of this total, 49,466.1 
miles of road were automatic and 61,362.1 non-automatic. As 
compared with the corresponding figures as of January 1, 1926, 
there was an increase of 3,869.2 miles in the length of road 
operated by the automatic block system and a decrease of 
3,865.6 miles of road operated by the non-automatic block sys- 
tem, as of January 1, 1927. 

The Commission has issued an order in the matter of block- 
signal and train-order statistics calling for reports from all car- 
riers subject to the act to regulate commerce on such statistics 
not later than January 15, 1928. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period Sep- 
tember 8-14, inclusive, was 161,968, as compared with 175,704 
cars in the preceding period, according to the car service divi- 
sion of the American Railway Association. The average daily 
shortage was 450 gondola and 248 hopper cars. The surplus 
was made up as follows: 

Box, 78,593; ventilated box, 172; au n u : 
box, 88,951; flat, 5,424; gondola, 23,187; mension 1.tebe leant mg ing Gr: 


coke, 566; S. D. stock, 14,448; D. .D. stock, 2,112; refri erator, 10,946; 
tank, 324; miscellaneous, 730. , 


Canadian roads reported a surplus of 20,700 box, 300 auto 
and furniture, 300 S. D. stock, 1,080 D. D. stock and 300 miscel- 
laneous Cars. 
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UPPER MISSISSIPPI WATERWAY 


(By Major General T. Q. Ashburn, U. S. A., chairman and executive, 
Inland Waterways Corporation) 

The Inland Waterways Corporation is a great holding cor- 
poration, the stock of which is owned by the United States; 
it operates and coordinates four separate divisions, known as 
the Upper Mississippi Division, Lower Mississippi Division, 
Warrior Division, and the Warrior River Terminal Company. 

The Upper Mississippi, Lower Mississippi, and Warrior di- 
visions are operated as a single system, under the trade name 
of the Mississippi-Warrior Service, which is commonly referred 
to as the federal barge line. 

The Warrior River Terminal Company is an Alabama cor- 
poration, operating the terminal facilities at Birmingport (on the 
Warrior River) and the old Ensley Southern Railway, extending 
from the river bank to the city of Ensley, where transfer from 
the terminal company is made to all railroads into Birmingham, 
and to the north, east, south, and southeast. 
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and a half feet from St. Louis to Prescott, Minn., and in many 
places considerably more. The river from Prescott to the Twin 
Cities has a governing depth at present of four feet. 

The initial trip of the Thorpe, leaving St. Louis August 15 
and arriving the Twin Cities August 25, was made without 
encountering any insuperable difficulties. The cargo consisted 
of sugar, agricultural implements and miscellaneous packet 
freight. 

The barges are built to carry both bulk and packet freight, 
and are absolutely waterproof. 

The initial downstream freight consisted largely of grain and 
miscellaneous cargo. 

There are interchange transfer facilities between rail and 
water at Minneapolis, St. Paul, Dubuque, and St. Louis, and 
further terminals of the same type will be built at Rock Island, 
Burlington, and possibly Clinton. 

When all the equipment is in service it is planned to have 
a round trip every five days between St. Louis and the Twin 
Cities. 





TOW BOAT AND BARGE ARRIVING AT MINNEAPOLIS TERMINAL—CARGO CAPACITY, 2,000 TONS 


The total floating equipment of the corporation comprises 
278 towboats, barges, and miscellaneous craft. 

Of this total there are actually three modern towboats, fif- 
teen steel barges, and eight miscellaneous vessels in operation 
on the Upper Mississippi Division. There are fully completed 
and in the Ohio ten steel barges, the egress of which is tem- 
porarily prevented by low water, thirty-five additional steel 
barges under construction and one steel towboat under con- 
struction at Dubuque, Ia. 

The total authorized equipment, therefore, consists of four 
modern steel towboats, sixty steel barges, and eight miscel- 
laneous steel craft. The towboats and barges are of the latest 
and most efficient type, the towboats being capable of develop- 
ing 750 horsepower each, on a draft of three and a half feet, 
and the barges being capable of carrying 500 tons each on a 
draft of six feet or 300 tons on four feet. 

There is a reasonably good channel of approximately four 


The Upper Mississippi Division is an integral part of the 
Inland Waterways Corporation, and is in nowise to be confused 
with the Upper Mississippi Barge Line Company, which origi- 
nally built two towboats and eleven barges, but leased such 
equipment to the Inland Waterways Corporation, with an option 















































to buy. The manager of the division, the traffic representatives, 
etc., are all part of the Inland Waterways Corporation forces, 
and responsible alone to the corporation. 

The line will be a great common carrier, operating in con- 
junction with the railroads and distributing freight into and out 
of many states. The policy governing its operations will be 
precisely the same as the policy governing the other divisions— 
to give to the public, through coordination with rail and highway 
carriers, a cheaper than all-rail rate, but giving to each co- 
operating carrier a living revenue. 

In the initial test case to accomplish this—the establishment 
of joint rail-water routes—the Interstate Commerce Commission 
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granted such routes and, at a recent conference with the traffic 
managers of the C. & N. W., C. M. & St. P., C. B. & Q., and the 
Illinois Central, a satisfactory divisional basis of accruing reve- 
nue was agreed to by them and the barge line. It may be proper 
for me, at this time, as the chairman and executive of the 
corporation, on behalf of its 120,000,000 stockholders, to express 
publicly my very sincere appreciation of the actions of the fore- 
going railroads in this case. * 





CREWS ON BARGE LINE 


Major General T. Q. Ashburn, head of the Inland Waterways 
Corporation, and D. W. Hoover, superintendent inspector gen- 
eral, steamboat inspection service, Department of Commerce, at 
a conference September 26, reached an understanding as to the 
number of men to be used on vessels of the barge line on the 
Upper Mississippi River. Reduction in the number of men in 
the crews resulted last week in the service being halted tem- 
porarily because masters and crews refused to move, contend- 
ing that Department of Commerce regulations were being vio- 
lated. The incident caused shippers to protest directly to Pres- 
ident Coolidge. 

The regulations require that from 20 to 23 men be em- 
ployed on each vessel. These are to be changed so that the 
requirement will be a minimum of 12 men, and the number of 
men employed will depend on the requirements of the service. 
After the conference, General Ashburn and Superintendent 


Hoover issued the following statement through Secretary Davis, 
of the War Department: 


The whole matter arose from a simple misunderstanding. There 
never was any intention on the part of either party to embarrass 
or interfere with the other party and at a conference this morning 
between the heads of the departments, everything was satisfactorily 
adjusted, so that there will be no occasion for future misapprehension. 


RATES ON MEAT 


A group of nine cases growing out of or related to docket 
14771, John Morrell and Company and others against the N. Y. C. 
and others, was heard at Chicago before Examiner Howell Sep- 
tember 26 and 27. The Commission, among other things, in 
its disposition of the Morrell case, ordered the carriers to 
establish fifth class rates, in lieu of fourth class, on cured meats 
in bulk in Trunk Line and New England territories—the same 
as applied on cured meats when packed in boxes or otherwise. 
In complying with the Commission’s order, the carriers made 
fifth class applicable in C. F. A. territory as well as in the 
territories required. Eight of the nine complaints are requests 
for reparation on shipments made at the fourth class rates, 
complainants either not having been represented in the former 
case or territory outside of that involved in the Morrell case 
being in issue. 

Certain fresh meat rates were reduced in the Morrell case, 
as well as the rates on bulk cured meats. Among them was 
the rate from Chicago to New York, which was reduced from 
87 cents to 79 cents. By the Commission’s order, after a second 
hearing of that case, the rate from St. Louis was made not to 
exceed 8 cents over the Chicago rate, but for approximately 
a year, from April 27, 1926, to April 20, 1927 (the period between 
the effective dates of the first and second order) St. Louis was 
differentially related 14 cents over Chicago, as against a dif- 
ferential of 6 cents just prior to the first order. The ninth of 
the group of cases joined for hearing at Chicago, docket 19596, 
St. Louis Independent Packing Company against the B. & O. 
and others, asks reparation on shipments of fresh meats made 
in the period that intervened between the two orders. A similar 
issue is involved in docket 19390, Allied Packers, Inc., and others 
against the Santa Fe and others, as to shipments made from 
Detroit, Buffalo, and Wheeling, as well as the question of rep- 
aration on shipments of bulk, cured meats. 

The cases heard, other than the two named, were as fol- 
lows: 19452, Agar Packing and Provision Company and others 
against the A. C. & Y. and others; 19425, Swift and Company 
and others against the A. C. & Y. and others; 19469, Swift 
and Company and others against the A. C. & Y. and others; 
19515, and Sub. 1, Cudahy Brothers Company against the C. & 
N. W. and others; 19598, Lake Erie Provision Company and 
others against the N. Y. C. and others; 19769, Armour and Com- 
pany (Ill.) and others against the A. C. & Y. and others; and 
19296, Brennan Packing Company against the B. & O. and others. 

Complainant witnesses said the issues, so far as the cured 
meats were concerned, were the same as those in the Morrell 
case, and, as reparation was given complainants in that case, 
they apparently regarded the introduction of any volume of 
testimony, outside of the establishment of the payment and 
bearing of charges, as routine, but, in view of the possibiilty, 
as stated, that the carriers might fight payment of reparation, 
should the Commission order it, and the advisability, in such 
event, of having the case stand on its own feet, considerable 
testimony was introduced by several of the witnesses. It was 
pointed out that, prior to the decision in the Morrell case, the 
same rates applied on cured meats, packed, and loose, west of 
Official territory, that the Commission had found fourth class 
unreasonable on cured meats, loose or in bulk, in Trunk Line 
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and New England territory, and that it was contrary to practice 
and sound principles of rate making to charge a higher rate 
on a commodity in bulk than when packed. The witnesses said 
that the freight charges were paid by their respective com- 
panies on their individual shipments. 

Complainant witnesses were as follows: N. O. Newcomb, 
Lake Erie Provision Company; John R. Baker, Armour & Com. 
pany; Fred B. Penney, Brennan Packing Company; George F. 
Talley, Swift & Company; J. T. Madden, Cudahy Packing Com- 
pany; E. J. Norris, Allied Packers; BE. C. Merritt, St. Louis In- 
dependent Packing Company; S. W. Hirschberg, St. Louis Inde- 
pendent Packing Company; J. J. Hoban, East Side Packing 
Company; and J. F. Daniels, Agar Packing & Provision Com- 
pany, Wilmington Provision Company, William Davis Company 
and Hately Brothers Company. 

Carrier witnesses contended that, in so far as C. F. A. ter- 
ritory was concerned, the fifth class rates were put in volun- 
tarily and that reparation was not properly involved. They 
contended that the earnings on the traffic, as compared to that 
on other commodities, were very low, and introduced consider- 
able testimony to show just how low. They said that the trans- 
portation of cured meats, loose, was more hazardous than the 
same commodity packed and that the average loading, loose, 
was not as great as when packed. It was also said that the 
net cost of transportation was approximately the same when 
fourth class applied, loose, and fifth class, in cases or boxes, due 
to the saving effected in the expense of boxing and the 
elimination of the weight of the packing. 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended September 17 
totaled 1,124,231 cars, an increase of 134,759 cars over the pre- 
ceding week, when freight traffic was reduced, owing to the 
observance of Labor Day. The total, according to reports filed 
by the railroads with the car service division of the American 
Railway Association, was a decrease, however, of 55,028 cars 
compared with the corresponding week last year, but an increase 
of 25,604 cars above the corresponding week in 1925. 

Revenue freight loading by districts the week ended Sep- 
tember 17 and for the corresponding period of 1926 was reported 
as follows: 





Eastern district: Grain and grain products, 7,048 and 8,622; live 
stock, 2,861 and 3,779; coal, 40,771 and 51,029; coke, 2,448 and 3,218; 
forest products, 5,232 and 5,409; ore, 3,842 and 6,166; merchandise, 
L. C. L., 70,384 and 71,562; miscellaneous, 111,072 and 115,989; total, 
1927, 243,658; 1926, 265,774; 1925, 240,094. 

Allegheny district: Grain and grain products, 3,553 and 4,021; 
live stock, 2,810 and 3,380; coal, 43,468 and 52,213; coke, 4,542 and 
5,274; forest products, 3,348 and 3,757; ore, 11,669 and 13,869; mer- 
chandise, L. C. L., 56,593 and 58,070; miscellaneous, 98,929 and 100,655; 
total, 1927, 224,912; 1926, 241,239; 1925, 210,491. 

Pocahontas district: Grain and grain products, 218 and 318; live 
stock, 285 and 307; coal, 46,456 and 44,091; coke, 375 and 696; forest 
products, 2,221 and 1,731; ore, 96 and 108; merchandise, L. C. L., 7,866 
and 7,309; miscellaneous, 7,146 and 7,237; total, 1927, 64,663; 1926, 61,- 
797; 1925, 57,371. 

Southern district: Grain and grain products, 4,267 and 3,968; live 
stock, 1,934 and 1,892; coal, 29,331 and 27,239; coke, 604 and 937; forest 
products, 21,533 and 22,870; ore, 1,171 and 1,358; merchandise, L. C. 
L., 43,490 and 43,250; miscellaneous, 64,005 and 64,727; total, 1927, 
166,335; 1926, 166,241; 1925, 164,179. 

Northwestern district: Grain and grain products, 25,695 and 13,- 
558; live stock, 7,987 and 11,005; coal, 7,200 and 9,358; coke, 1,235 and 
1,769; forest products, 16,234 and 17,520; ore, 35,756 and 51,604; mer- 
chandise, L. C. L., 35,757 and 34,781; miscellaneous, 45,869 and 46,232; 
total, 1927, 175,733; 1926, 185,827; 1925, 174,893. 

Central Western district: Grain and grain products, 14,265 and 
13,829; live stock, 12,199 and 15,134; coal, 9,610 and 15,957; coke, 
311 and 290; forest products, 11,556 and 12,115; ore, 3,223 and 4,187; 
merchandise, L. C. L., 35,671 and 36,362; miscellaneous, 75,091 and 
71,884; total, 1927, 161,926; 1926, 169,758; 1925, 165,059. 

Southwestern district: Grain and grain products, 5,310 and 5,261; 
live stock, 3,689 and 4,046; coal, 5,246 and 6,191; coke, 215 and 212; 
forest products, 9,197 and 9,657; ore, 474 and 517; merchandise, L. 
C. L., 17,829 and 18,048; miscellaneous, 45,044 and 44,691; total, 1927, 
87,004; 1926, 88,623; 1925, 86,540. 

Total, all roads: Grain and grain products, 60,356 and 49,577; live 
stock, 31,765 and 39,543; coal, 182,082 and 206,078; coke, 9,730 and 12,396; 
forest products, 69,321 and 73,059; ore, 56,231 and 77,809; merchandise, 
L. C. L., 267,590 and 269,382; miscellaneous, 447,156 and 451,415; total, 
1927, 1,124,231; 1926, 1,179,259; 1925, 1,098,627. 


Loading of revenue freight this year compared with the 
two previous years follows: 


1927 1926 925 

Five weeks in January......... 4,524,749 4,428,256 4,456,949 
Four weeks in February........ 3,823,931 3,677,332 3,623,047 
Four weeks in March........... 4,016,395 3,877,397 3,702,413 
Five WEEKS If ADPhl, .. 66.ccg0c0 4,890,749 4,791,006 4,710,903 
Pour wWeens tn May... o.c.ccccss 4,096,742 4,145,820 3,869,306 
Four weeks in Jume..........0 3,974,160 4,089,340 3,965,872 
Hive WOES In JUL... 00 cccccccs 4,935,397 5,213,759 4,945,091 
Four weeks in August.......... 4,249,359 4,388,118 4,321,427 
Week of September 3........... 1,117,069 1,143,448 1,102,785 
Week of September 10........ -« 989,472 1,024,998 975,499 
Week of September 17.......... 1,124,231 1,179,259 1,098,627 

WE . Scweeewecinewedti tte 37,742,254 37,958,733 36,771,919 





You may either write or wire our Washington office 
for information concerning matters in any department 


of the government there, if you are a subscriber to 
THE DAILY TRAFFIC WORLD. 
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Coordinated Terminal Services 


Eleventh of a Series of Fourteen Articles on This Subject, Written for The Traffic World by 
G. Lloyd Wilson, Ph.D., Assistant Professor of Commerce and 
Transportataion, University of Pennsylvania 


Terminal Coordination Through Unit Containers 


Unit containers are large metal and wood boxes or sections 
used for shipping consignments of less-than-carload lots of freight 
in loeked and sealed units to avoid rehandling of the goods 
in railroad terminals and at intermediate transfer stations. 
Several types of containers are used by steam and electric 
railway lines, but the principle of handling is the same. The 
containers are handled directly from freight cars to motor 
trucks and from trucks to cars in the terminals at origin and 
destination without breaking bulk. The containers are hauled 
between the store doors of shippers and consignees by the 
automotive vehicles of the shippers or consignees or by terminal 
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Two containers 18 feet long, 3 containers 12 feet long, 4 containers 
9 feet long, 5 containers 7 feet long, 6 containers 6 feet long, 7 con- 
tainers 5 feet long, and 9 containers 4 feet long. 


Engineers interested in container car development recom- 
mended that containers not less than four feet long be used, 
because ordinary merchandise freight would not load to suffi- 
cient quantities in smaller containers to make the use of Con- 
tainers practicable. 

Containers are loaded with less than carload merchandise 
freight at the shipping platforms or packing rooms of shippers, 
locked and sealed by the shippers. The containers are loaded 
to motor vehicles and trucked to railroad freight stations to 
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LOADING FREIGHT CONTAINERS ON FLAT CARS AT BOSTON 


cartage companies. Several containers are loaded on to gon- 
dola cars and form what amounts to a box car body divided into 
as Many compartments as there are container units. 


The sizes, designs, capacities, and construction materials 
of unit containers vary greatly. The widths are usually not 
greater than eight feet, on account of the limitations of state 
laws regulating the width of motor vehicles and loads, and the 
inside widths of railroad freight cars used to hold the container 
bodies. The lengths of containers are usually even divisions of 
thirty-six feet, the lengths of the freight cars often used for 
containers. Six feet is a representative height. A railroad 
freight car thirty-six feet long can accommodate the following 
numbers of unit containers of eight feet or less in width, six 
feet in height, and the following lengths: 


be loaded to freight cars. At the destination stations the con- 
tainers are unloaded from the railroad freight cars and deliv- 
ered, still locked and sealed, to the places of business of the 
consignees. Several different methods of handling containers 
are followed by the steam and electric railroads using container 
cars—the hoist or lift-off method, the roll-off method, and the 
ramp method. 


New York Central Hoist Container Car Service 


The New York Central is a pioneer among the steam rail- 
roads in establishing container car service soon after the close 
of the World War. The containers have a cubical capacity of 
approximately 438 feet and a carrying capacity of about 7,000 
pounds each, while the containers themselves weigh a little over 
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EXPEDITE YOUR TRAFFIC 


Eliminate Congested Classification Yards 
Avoid Rough Handling 


Encourage Your Customers’ Patronage 
By Seeing That They Are Given the 
BEST TRANSPORTATION SERVICE AVAILABLE 


GOOD TRANSPORTATION is a most important feature in merchandising. 


No railroad is better situated to render the highest type of transportation 
service than the Chicago South Shore and South Bend Railroad. 


POOLE BROS. INC.,CHICAGO, 


The South Shore Line offers a new avenue of traffic from west to east and from 
east to west. 


Through its connection with the N. Y. C. & St. L. (L. E. & W. District), at 
Michigan City, Ind., the South Shore Line has built the foundation for an ever increas- 
ing volume of traffic, from satisfied shippers who appreciate the efficient manner in 
which their freight is handled. 


The Chicago South Shore and South Bend Railroad, electrically operated, con- 
nects through the various belt railroads to all western lines at Chicago as follows: 


E. J. & E. - - - - - Goff Junction, Gary, Ind. 
I. H. B. - - . - - East Chicago, Ind. 
B.&0.C.T. - - : - Hammond, Ind. 

Illinois Central = - - - Kensington, II 

Pullman R. R. - - : - Kensington, Ill 
Belt R. R. of saad - - through Pullman R. R. 
CRL&a2aP. - : - through Pullman R. R. 


Route your freight over the Chicago South Shore and South Bend Railroad and 
watch the difference. 


Chicago South Shore and South Bend Railroad 


CHICAGO OFFICE OFF-LINE AGENCIES 


Room 605, 79 West Monroe Street SOUTH BEND OFFICE Waldbauer, G. A., 528 Park 


Pittey Pa., Telephone Atlantic 0174 
Telephone Central 8280 301 North Michigan Street rssh ogc 


F. W. Shappert, Ass’t to the Vice-Pres. Telephone Linceln 5764 Blas, Beteit, Mick, F Ateloaho ¥. By —t, GAAS 


Wm. Petersen, Traffic Manager A. W. Oberfell, General Freight Agent | Ernest Irber, G. A., 316 Corn Exchange 
C. L. Binger, Ass’t Gen. Frt. Agt. R. E. Frantz, Traffic Representative Minneapolis, Minn., nye Geneva 1068" 


W. R. Jones, Commercial Agt. " ye Bs. City, Se! * 4... Victor onvinne ot” 


(SEE MAP OF CONNECTIONS ON OPPOSITE PAGE) 
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300 pounds each. The bases, frameworks, and roofs of the 
containers are steel and the sides or walls are of fir lumber. 
Six containers are usually loaded into each gondola car and they 
are kept in place by the weight of the containers and their 
contents. The cars are fitted especially to receive the units. 

The containers are delivered to the railroad freight stations 
by motor vehicles and lifted by a gantry crane to the freight 
ears. At each station where container car service is available, 
cranes are provided to load and unload the containers from truck 
to car or from car to truck. No extra charge is made for the 
crane handling service by the railroad company. 


Roll-Off Container Service Over Boston and Maine 


Containers of the roll-off type are used by the Freight Con- 
tainer Service Company over the line of the Boston and Maine 
between Boston, Worcester, and Springfield, Massachusetts. 
These containers are of steel construction, eight feet long, 
seven feet wide and six feet high, carrying an average load 
of 3% tons each, though heavier merchandise loads as heavy 
as five or six tons to each container. 


The units are equipped with double sliding locking doors 
with ball bearing hangers, with sets of spectial castors to permit 
the containers to be rolled from trucks to platforms and from 
platforms to cars and with locking devices to hold the contain- 
ers safely on trucks and railroad flat cars. The trucks used 
in hauling the containers in the terminals are equipped with 
sub-frames and leveling blocks to lift or lower the containers 
t othe exact levels of the platforms of railroad freight stations 
and shippers’ and consignees’ shipping and receiving places. 


Ramp Truck Handling 


The ramp truck method of handling containers is used in 
special cases in connection with demountable motor truck bodies 
that overhang the trucks and freight cars that carry the units. 
The containers are lifted from the trucks or cars by passing 
between two ramp tracks that are inclined upward. Rollers 
beneath the projecting sides of the containers make the lifting 
easier. 

Advantages Offered by Container Service 


The use of unit containers has certain definte advantages 
to shippers and consignees and to the carriers. Containers may 
be used by shippers so as to avoid the use of cases and crates 
in packing goods, thus reducing the expense of packing and 
marking, and reducing the shipping weights of goods through 
the elimination of outside cases or crates. The packing of goods 
in solid container lots eliminates the necessity of having less 
than carload consignments of goods transferred at transfer sta- 
tions, thus making more rapid movement possible. The pro- 
tection afforded by the solidly constructed, locked, and sealed 
containers reduces loss and damage to the goods. The con- 
solidation of large number of small lots of freight into one or 
several large containers tends to reduce terminal trucking ex- 
penses to both shippers and consignees, and the scales of rates 
applied to container lot movements often make the total trans- 
portation charges via container car service cheaper than either 
less than carload freight service or all highway motor freight 
service. 


Container service enables the railroad companies to offer 
a fast and economical coordinated motor and railroad service 
that can compete with independent motor freight lines, espe- 
cially in middle and long-distance service. Containers tend to 
increase the amounts of freight loaded per car in merchandise 
service and reduce the idle car time and empty car mileage, 
thus increasing the efficiency of the use of freight car equip- 
ment in this service in which, ordinarily, rolling stock is ineffi- 
ciently used in proportion to the amount of freight carried per 
loaded car mile and per empty car mile. Loss and damage 
claims tend to be reduced, pilferage is practically eliminated, 
and the tracing of less than carload shipments is greatly facili- 
tated. 

The use of containers reduces the amount of checking and 
handling of less than carload shipments at the terminal stations 
at the points of origin and destination and eliminates checking 
and handling at intermediate transfer stations. The direct 
car-to-truck and truck-to-car transfers at the terminals tends to 
reduce congestion at the terminal freight stations, since fewer 
vehicles are required to handle the shipments and the transfers 
are made more quickly between the road and railroad vehicles. 
The service also tends to reduce the amount of freight station 
warehouse space required and the railroads save the expense 
of freight station space and handling equipment necessary to 
handle many small pieces of freight. The labor costs of han- 
dling at the terminal stations is reduced, for the same amount 
of freight can be handled much cheaper in one large unit than 
in many small units, provided adequate mechanical devices are 
available to handle the large units. Labor is too expensive at 
present-day wage levels to expend costly man power in handling 
freight in small units. Large scale methods and mechanical 
labor savers are characteristic of modern industry. This prin- 
ciple applies to transportation as well as to manufacturing and 
other phases of production and distribution. 
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Rates for Container Service 


The railroad rates for the transportation of freight in con- 
tainer car service differ radically from the rates applicable to 
the same goods in ordinary less than carload merchandise freight 
service or in carload freight service. They are neither class 
nor commodity rates, but special charges made on the loaded 
container based on mileage with a minimum weight per con- 
tainer with graduated scales of charges for weights in excess 
of the minimum weight. 

This system of rating avoids any difficulties in connection 
with the rules of the Consolidated Freight Classification, which 
provide that mixtures of several classes of goods in one package 
or in a car are rated at the class applicable to the highest 
rated article in the package or carload shipment and at the 
total weight of the mixed consignment.’ The rates of the New 
York Central provide for a flat mileage rate per container, sub- 
ject to minimum charges for minimum weights and distances, 
with surcharges for increased valuation and extra charges for 
extra weight in increments of 500 pounds. 

A typical tariff of the New York Central governing the 
transportation of freight in steel shipping containers loaded on 
container cars applicable between New York City and Utica, 
Syracuse, Rochester, and Buffalo, New York, provides for a 
mileage rate of 44%4c a mile on each container loaded to a-weight 
of 3,000 pounds or less, with an additional charge of (4c for each 
mile of transportation service for each additional 500 pounds 
or fraction of this additional amount, subject to a scale of mini- 
mum charges. These charges range from $10.62 a container 
between New York and Utica, 236 miles, to $19.71 a container 
between New York and Buffalo, 438 miles. Not more than 
7,000 pounds of freight may be loaded in a container. 


Detailed specifications are published by the carrier govern- 
ing the containers eligible to receive the service, and no con- 
tainers except those complying fully with these specifications 
may be used. 


Containers are received and delivered only at certain desig- 
nated stations of the New York Central R. R. where crane 
service is available. Thirty-third Street Station in New York 
City, Carroll Street Station, Buffalo, Kent Street Station, Roch- 
ester, and the main freight stations of the road at Syracuse and 
Utica are designated as container car service stations on the 
main line of the New York Central between New York City 
and Buffalo. 


Uniform bills of lading are used to cover the transportation 
of the containers and their contents. Each bill of lading is 
indorsed as shipper’s load and count and shipper’s weight. Each 
bill of lading must show the number of the container and the 
weight of the contents. A signed statement of the shipper 
must accompany the bill of lading specifically enumerating the 
contents of each container and the gross weight of the goods. 

Articles of considerable value are accepted at extra rates 
on shippers’ declared valuation. The shippers must declare or 
agree in writing the value of the goods of this nature loaded 
in each container. If the values so declared do not exceed the 
lowest values provided by the tariff provisions, the standard 
container weight-mileage rates are applied. When the values 
exceed the lowest values provided by the tariff, extra percent- 
age surcharges are added to the standard rates, unless the 
declared values exceed the maximum values which the tariff 
provides the carriers will accept for transportation, in which 
case the goods are not accepted. 


The declared or agreed valuation of the shipper is a re- 
leased value and a notation declaring or agreeing that the 
valuation of the specified articles in the container indicated is 
declared or agreed to be a certain amount per unit must be 
made on the bill of lading accompanying each shipment of the 
goods upon which these restrictions apply. 


Shipments made subject to the common law liability of the 
carrier as modified by the laws of the United States or of the 
state of New York are transported under a special receipt or 
bill of lading indorsement and rates ten per cent higher than 
the rates applicable if the uniform bill of lading were used are 
assessed.’ 

Restricted and Excluded Articles 


Certain articles the nature, size, or qualities of which make 
container car transportation difficult or dangerous to equipment 
or other property are not accepted. Articles or packages of 
such dimensions that they cannot be loaded through the door- 
ways of the containers and permit the proper closing of the 
doors are excluded. So are articles or commodities liable to 
impregnate or otherwise damage equipment or other freight 
and articles of inflammable, explosive or otherwise dangerous 
nature. Other articles specifically excluded from container car 
service by the New York Central include liquid acids, live ani- 
mals, ground bones, fertilizer and fertilizer materials, fish, 
flowers, frogs’ legs, fresh or green fruits and vegetables, game, 
wet or green hides and skins, animal hoofs and horns, ice, ice 
cream, lime, lye, melons, fresh milk and cream, ores, neatsfoot 





1See Consolidated Freight Classification No. 4, Rules 10 and 12. 
?See Rule No. 1, Consolidated Freight ClaSsification No. 4. 
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HAMMON 


FOR YOUR 


Mid-West Plant 


Hammond, Indiana, touching the southeastern 
borders of Chicago, now offers unequalled 
advantages to manufacturers coming into the 
$16,000,000,000.00 market of Illinois, Indiana, 
Iowa, Michigan, and Wisconsin. 


TRANSPORTATION 


The Hammond District is served by 16 trunk 
lines, 4 belt lines, 3 electric carriers. Freight 
rates are those of the Chicago Switching Dis- 
trict. L. C. L. facilities are unequalled. 


FUEL AND POWER 


Abundant coal at lowest prices is brought to the 
Hammond District by rail and water. Electric 
power, gas, and fuel oil are available at economi- 
cal prices and in almost unlimited quantities. 


LABOR MARKET 


Within commuting distance of Hammond live 
700,000 skilled and common laborers. 


MANUFACTURING SITES 


Locations with rail and dock frontage available 
at advantageous prices. Several factory build- 
ings for rent or for sale. 


Gostlin, Meyn & Weiss, Inc. 
REALTORS 


First Trust Building | Hammond, Indiana 


Send this coupon for new booklet 


Gostlin, Meyn & Weiss, Inc. 
First Trust Building, 
Hammond, Indiana. 


Please send a copy of “The Promised Land of Industry” 
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SPEED and ECONOMY 
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The Port of Houston, Texas 


RRR 


IFTY miles closer by WATER 
4 to the vast markets of the 
S28) Southwest— 


Served by SEVENTEEN RAIL- 
ROADS reaching every COMMON 
POINT in Texas and extending the 
HOUSTON RATE ADVANTAGE into 


Louisiana 
Oklahoma 
Arkansas 
New Mexico 
Arizona 
Colorado 


The whole story is told most graphi- 
cally in 


“PORT HOUSTON” 


The official organ of the 
Port Commission. 


In Picture, Text and Tariff. 


THIS BOOK IS FREE 


mz RR 


Address 


The Director of the Port 
5th Floor Courthouse 


HOUSTON TEXAS 
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stock, oleo stock, fresh fish roe, poultry, pigeons, fresh sea foods, 
and compressed yeast. 

Articles likely to be damaged by cold are excluded from 
container service between October 15 and April 15, inclusive, 
though they are accepted the rest of the year. Articles of this 
class include liquid blacking, liquid bluing, liquid ink (except 
printers’ ink), mucilage, nursery stock, shrubbery, plants, trees, 
liquid polish and water. “ 


Brick Handling 


A special type of container car service has been established 
by the New York Central for the handling of brick in drop bot- 
tom containers between Catskill, Malden-on-Hudson, Newburgh, 
and Roseton, N. Y., to building brick consuming points, including 
specified stations in New York City, Brooklyn, Bergenfield, N. J., 
and near-by points. The brick are loaded in the usual way 
in the containers, hauled by trucks to the freight stations, 
loaded to container cars and dumped from the containers into 
trucks at destination. This dumping process reduces the ex- 
pense of unloading the cars by manual labor. 


Terminal Trucking Arrangements 


The New York Central has available only a limited number 
of steel cars equipped to handle containers and the containers 
are not owned or supplied by a carrier. The railroad acts as 
an agent of the shippers or consignees in arranging for trucking 
of merchandise containers between the railroad freight stations 
and the places of business of shippers and consignees in the 
terminals, if requested to do so. The railroad company also 
advances the terminal trucking charges of recognized com- 
panies, firms, or indfviduals employed to haul the containers 
to or from the railroad freight stations and collects the charges 
advanced to the terminal trucking agents from the shippers 
or consignees. 


Shippers who cannot ship entire container loads of mers, 


chandise freight may ship goods by the container service through 
the use of the facilities of forwarding companies which special- 
ize in this type of service at rates agreed upon by the shippers 
and forwarders. 

Table No. 1 


Charge 
Per Mile 
A Each 500 

New York Lbs. or 

Central Fraction 

Railroad Thereof 
236 miles 4c 
289 miles 4c 


ween New York, 


Bet Distance © 
Thirty-third Street Station and Via 


Syracuse, N, Y 
Kent St. Station, Rochester, 
a Seale we wae ewan ee 370 miles yc 


Carroll St. Station, Buffalo, 
a) We 438 miles b Wwe 


ESTIMATED WEIGHTS 
Editor The Traffic World: 


We have read with very much interest Mr. H. O. Taylor’s 
letter published in The Traffic World of September 24 under 
heading, “Estimated Weights.” 

We, too, have experienced much difficulty in trying to ad- 
just claims based on estimated weights and have found, as a 
rule, that papers are returned from the weighing bureaus with 
the stereotyped phrase, “on account of the inherent nature of 
the commodity, it is neither impossible nor improbable for ma- 
terial to weigh ...... $: 

We believe the traffic executives of the carriers would do 
well to consider carefully the suggestions brought out by Mr. 
Taylor. We are sure that the publication of such rules spon- 
sored by Mr. Taylor would have the effect of reducing consid- 
erably weight claims, thereby eliminating a lot of expense and 
wrangling. 

Marsh & Truman Lumber Company, 
F. C. Rose, Traffic Manager. 
Chicago, Ill., Sept. 27, 1927. 


TIPS FOR PULLMAN PORTERS 


Editor The Traffic World: 

In the September 24 issue of The Traffic World appeared an 
editorial entitled, “Tips for Pullman Porters,” discussing the 
merits of the appeal of the Pullman porters for an adequate 
salary in order that they be not required to rely on the liberal- 
ity of the traveling public for their living. 

This matter has, no doubt, been given little thought as 
a general proposition; however, those who travel for a liveli- 
hood and are confronted with the situation all the time, cannot, 
at some time during their experience, refrain from discussing 
with themselves the practicability or the impracticability of 
the tipping custom. 
Many years ago, during or about 1897, Dr. Alonzo D. Tubbs, 
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representative of Osage County, in the Legislature of Missouri, 
introduced a bill known as the “anti-tipping bill,” prohibiting 
tipping of every nature whatsoever within the state of Missouri, 
Had the bill become a law, it would have had the effect of requir. 
ing all employers within the state to increase the salaries of 
such employes sufficient to offset the loss through tips, but 
the universal disfavor with which the bill met indicated very 
definitely that neither the public nor the porters, ushers, and' 
waiters were ready at that time for so drastic a change by 
legislation. 

The doctor was made the object of ridicule, henceforward 
considered as the arch enemy of the porter fraternity and 
dubbed “Anti-Tipping Tubbs.” He stated later in a public utter- 
ance, that it was practically impossible for him, when dining 
at a cafe or hotel, to get an oyster in his soup. 

There seems to be some question at this time as to whether 
the public or the porters themselves are ready for a change 
from the long established custom of tipping. It does not appear 
that the porter suffers any great degree of humiliation as a 
result of making himself accessible for the reception of all 
possible tips, and it may be considered doubtful whether he 
would refuse to accept tips if paid an adequate salary. 

There are many individuals traveling a great deal who 
could not genuinely enjoy their journey if deprived of the 
privilege of tipping someone en route; therefore, it is quite 
probable that a universal departure from the established tip- 
ping custom would prove unsatisfactory to a great many trav- 
elers and equally so to the porter and others concerned. 

C. H. Palmer, 
Chief Clerk, Freight Claim Department, M.K.T. RR. Co. 
Parsons, Kansas, September 28, 1927. 


RAIL WAGE STATISTICS 


Class I railroads in June had 1,821,490 employes to whom 
total compensation of $251,069,719 for that month was paid, ac- 
cording to the monthly statement prepared by the bureau of 
statistics of the Commission from carrier reports. The number 
of employes represented an increase of 28,349, or 1.58 per cent, 
over the returns for the preceding month. The total com- 
pensation increased $1,923,483. Compared with the returns for 
the corresponding month last year, the employment in June, 
1927, showed a decrease of 12,131, and the total compensation 
showed an increase of $2,014,224. The average straight-time 
earnings per hour for all employes reported on an hourly basis 
increased from 57.8 cents in June, 1926, to 58.7 cents in June, 
1927, according to the statement. 





HEARING ON WAGE DEMANDS 


Hearing on the wage demands of firemen and helpers on 
western roads began at Chicago September 30. The employes 
ask an increase of a dollar a day, which, it is estimated, would 
mean an annual increase in expense to the 55 western roads 
involved of approximately $12,000,000, and would affect about 
55,000 employes. It is expected the hearings will last several 
weeks, at the conclusion of which the mediators will have a 
period of three weeks in which to reach their decision. The 
members of the board selected to hear the arguments are as 
follows: For the railroads—J. W. Higgins, secretary, Associa- 
tion of Western Railways; R. V. Fletcher, general counsel, IIli- 
nois Central; for the employes—S. A. Boone and J. S. Phillips, 
both vice-presidents of the Brotherhood of Locomotive Firemen 
and Engineers; neutral—Paul Sinsheimer, vice-president, Amer- 
ican Trust Company, San Francisco; and Haslett P. Burke, 
Supreme Court of Colorado. 
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Conceded to be the Finest Pencil made for general use. For Sale at your Dealer 
EAGLE PENCIL COMPANY, NEW YORK 


CHICAGO TANK CAR COMPANY 


RAILWAY EXCHANGE BUILDING 
Penn. System Telephone Harrison 3486 


CHICAGO, ILL. 


Works: 
Hegewisch, lilinots} ae s.B. 
TAN K CARS 


TANK CARS TO LEASE We Rebuild and Repair Tank Care 
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a death grip 


Te bull dog is traditionally famous 
for a viselike grip that refuses to: 
be shaken off. The throats of other 
dogs, miscellaneous chewed bones, and 
the trousers of many itinerant hoboes 
bear mute testimony to the power of 
the bull dog’s jaws. 


Speaking of dogs, it would be hard 
to find a better one than “The Bull 
Dog” of the Pennsylvania. This big 
freight carrier not only exercises a 
strict vigil over the property entrusted 
to his care, but he has sunk his teeth 
firmly into the record bag and won’t 
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“THE 


JIBULL DOG 





let go. Many times rain, fog, ‘hail, and 
the like try to shake him off, but he 
keeps a death grip on his schedule and 
brings in his cargoes regularly and 
dependably on time. 

“The Bull Dog” operates between 
Akron, Ohio, and Eastern Markets. He 
leaves Akron daily a little after mid- 
night and by dawn he is hot footing 
toward the sunrise. 


In addition to a great deal of mer- 
chandise of a general nature this train 
carries large quantities of rubber goods 
manufactured in the “Rubber ity” 





“THE Butt Doc” is one of the great 


fleet of 60 named Pennsylvania freight trains 
that have set remarkable records for regu- 
larity and dependability. 


on its schedule 


and vicinity to Eastern destinations. 


Though he carries rubber 
his schedule is not elastic 


Month after month “The Bull Dog” 
has clung tenaciously to his schedule. 
Guided by vigilant train crews, and 
supervised along the route by hundreds 
of men whose business it is to get the 
trains through on time, this important 
carrier has established the reputation 
of being one of the most reliable per- 
formers among the Pennsylvania’s 
“‘Limiteds of the Freight Service.” 


Here are three other Pennsylvania freights whose regular on schedule arrivals have earned them distinctive names: 


“THE RENOWN” 
Perishable— Merchandise 
Louisville to Chicago 


“THE TRAILBLAZER” 
Merchandise 
St. Louis to Pittsburgh 


“THE ROCKET” 
Perishable—Merchandise 
Seaboard Cities to Cincinnati 


PENNSYLVANIA RAILROAD 


Carries more passengers, hauls more freight than any other railroad in America 
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OVERSEAS FREIGHT RATES 


The Traffic World New York Burcau 


Overseas freight rates the last week seem to have been 
fairly well stabilized at about the current level. Efforts of ship- 
owners to increase their rates half a cent to one cent have 
failed because of the large number of vessels attracted to the 
north Atlantic by the prospect of employment on better terms 
than prevail on other trade routes. The volume of business, 
while steady, is not large and there is no evidence of a recur- 
rence of the rush of buying which last year forced rates to an 
abnormally high range. 

Leading brokers say that, in their opinion, the existing rates 
are high enough to insure ample tonnage for the autumn grain 
movement. They expect slight recessions from time to time, 
but generally a steady movement without important changes. 

The current range of grain rates is as follows: From Mon- 
treal for October, 3s 6d to 3s 744d to the United Kingdom, 15% 
to 16c to Antwerp-Rotterdam, 16144 to 17c to Hamburg-Bremen, 
191% to 20c to the Mediterranean; from Montreal for November, 
3s 744d to 3s 9d for November, 16 to 164%4c to Antwerp-Rotterdam, 
17 to 17%c to Hamburg-Bremen, 20 to 20%c to the Mediter- 
ranean; from Atlantic ports for November, 3s 3d to the United 
Kingdom; 14 to 14%c to Antwerp-Rotterdam, 15 to 15%c to 
Hamburg-Bremen, and 18 to 18%c to the Mediterranean. 

Present rates with a basis of $1 a box on California citrus 
fruits to Europe were extended from January 1, 1928, to April 
30, 1928, by the Pacific Coast-European Conference at its quar- 
terly meeting. Other important rates adopted at the meeting 
that go into effect October 1, are: Drugs and medicines, when 
released to value of $25 per 100 pounds, $22 per 100 pounds; 
when not released, $50 per 100 pounds. Infusorial earth and 
magnesia, in blocks, were fixed at 60 cents per 100 pounds, and 
apple pomace and poultry and stock food, 75 cents per 100 
pounds. The conference also announced to the cotton shippers 
that it had dropped, for the present, its plan announced some 
weeks ago, of creating a cotton inspection bureau this season 
to regulate the density of cotton destined for ocean shipment. 

It explains that the lines decided it was not feasible to 
establish such a bureau at this time, but to serve in its plaee 
the conference has adopted a rule that all shipments of cotton 
must be accompanied by a certificate from the compressor 
showing that the shipment covered is compressed to a density 
of not less than thirty-two pounds a cubic foot. A failure to 
attach such a certificate will automatically result in shipments 
being billed and collected at the standard compression rate. 

As chairman for the ensuing quarter, John J. Walsh, vice- 
president of Furness (Pacific), Ltd., was elected to succeed 
Erik Krag, of the General Steamship Corporation. To serve on 
the rate committee with the chairman, C. Jensen, East Asiatie 
Company, and R. §S. Norton were held over from the old com- 
mittee; J. Vanmeurs, of the Holland-America Line, succeeded 
P. Holway, Furness (Pacific), Ltd., as the other member. 

At the joint meeting of the Atlantic Far East and Pacific 
Westbound conferences in Denver the following rate changes 
were adopted, effective from October 1: Steel to Penang and 
Port Swettenham put on Singapore basis; acetone, $25 per ton, 
weight or measurement, to all base ports except Manila, which 
will be $14 per ton, weight or measurement, the usual Shanghai 
loading charge of 50c is continued; absorbent cotton, $16 per 
ton, weight or measurement; oil cake and meal, $10 per ton, 
weight; marble and imitation marble, $14 per ton, weight or 
measurement; sugar of milk, $18 per ton, weight or measure- 
ment; ivory nuts, $20 per ton, weight; roofing material, includ- 
ing prepared shingle and slate, tile and metal, asbetsos, or 
asphalt combinations, $9 per ton, weight or measurement; roof- 
ing paper and felt, unchanged; soap and cleansing powder, $15 
per ton, weight or measurement, excepting Manila, which will 
be $12 per ton, weight or measurement; the arbitraries to Cebu 
and Iloilo being reduced from $2.50 over Manila to $2; for- 
maldehyde, $22 per ton, weight or measurement; molasses, pre- 
viously established rate of $14 per ton, weight or measurement 
confirmed. 

New rates were established as follows, effective immedi- 
ately: Kalsomine, $12 per ton, w-m; corn gluten feed, $10 
per ton, w-m; splits, leather, $10 per ton, w-m; vaults or parts, 
safe deposit, vault dials and vault fronts, $18.50, w-m. Acetate 
of lime is to be increased $1 per ton, effective January 1, mak- 
ing the Atlantic-Far East rate $10.50 per ton weight. The Na- 
goya differential has been reduced from $2.50 to $2 over Kobe. 

The next joint meeting is to be held in Victoria, B. C., on 
the second Monday in April, 1928, and thereafter meetings will 
be held once a year on that day. W. T. Sexton, of the Oregon 
Oriental Line, has been named as chairman of the Victoria 
meeting and C. Winkler, of the American Australia Orient Line, 
is to be vice-chairman. W. G. Tait, secretary of the Pacific 
Westbound Conference, is to act as general secretary. 

At a meeting of the River Plate Conference fruit syrups, 
flavoring extracts and mineral waters were put in the third 
class and ice cans and ash cans were put in the fifth class. 
The separate transshipment rate to Rosario was eliminated and 
the conference adopted a direct or transshipment rate of $3 over 
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Buenos Aires. Thé Brazil conference extended the present 
rate on malt through 1928. 

The following eastbound rates have been adopted by the 
Intercoastal Conference: Hair (cattle, goat, hog and horse), 
minimum from 24,000 pounds to 10,000 pounds, effective October 
1; lumber crossarms, from open rate to 47%c C. L., 75c L. C. L,, 
effective November 1; casket shooks, new item, 60c C. L., 90c¢ 
L.C.L.; iron or steel traffic markers, new item, in sacks, 45¢ 
C. L., 70c L. C. L., effective October 1; walnut oil, new item, 65c 
C. L., $1 L. C. L., effective October 1; and wrapping paper, mini- 
mum from 50,000 pounds to 30,000, 55c C. L., effective October 1. 

The meeting of the representatives of the International 
Longshoremen’s Association and the Trans-Atlantic Steamship 
Conference resulted in an acceptance by the longshoremen of 
the wage compromise offered by the employers. The terms call 
for an advance of 5 cents an hour for regular work and 15 
cents an hour for overtime. Their new pay is 85 cents an hour 
and $1.35 an hour for overtime. No agreement, however, was 
reached with the checkers. 

The chief difficulty in a settlement of their differences was 
that members of two locals of the union in Brooklyn voted to 
reject the compromise offer of $6.50. Nevertheless, officials of 
the conference believe that a majority of the checkers will 
accept the new figure in time to sign an agreement before 
October 1, when the old contract expires. The membership of 
the two dissenting locals is said not to exceed 500 in a total of 
2,000 workers. 

The longshoremen have not yet signed the new agreement, 
but Joseph P. Ryan, president of the association, indicated that 
the signing was merely a formality now. 


SHIP REPLACEMENT PLANS 
The Traffic World Washington Bureen 


Efforts will be made at the coming session of Congress to 
obtain appropriations for building modern ships for the govern- 
ment’s merchant marine. If the Shipping Board decides that 
the Agamemnon and the Mount Vernon, the two former German 
passenger liners now laid up, should be reconditioned, sanction 
of Congress to do that work also will be sought. 

Commissioner Teller, one of the Pacific coast representatives 
on the Shipping Board, favors adoption by Congress of a pro- 
gram calling for the building of a small number of ships each 
year for a period of ten years. He does not believe that a shpi- 
building program on a large scale should be undertaken, but 
that a beginning should be made at this time on a replacement 
program. It is his opinion that it would be better to spend 
money on fast merchant vessels that could be converted into 
auxiliary cruisers in time of war than to build a large fleet of 
naval cruisers. 

Representative Wood, of Indiana, chairman of the _ sub- 
committee of the House appropriations committee in charge of 
the independent offices appropriation bill, in which appropria- 
tions for the Shipping Board are carried, has discussed the 
question of ship replacement with President Coolidge. Mr. 
Wood, after a trip to Europe this summer, during which he 
studied the merchant marine problem abroad, expressed the 
view that the United States should build some new passenger 
ships. President Coolidge is understood to be opposed to the 
government embarking on a _ shipbuilding program. He told 
the 1ast Congress that he did not favor a new ship construction 
program and while at Rapid City he was again reported as 
being opposed to such a program. Whether or not the Presi- 
dent changed his views on this question as the result of the 
conference held with him by Mr. Wood was not made known 
at the White House after the conference. 

The Shipping Board has several plans for reconditioning 
of the Agamemnon and Mount Vernon. The cost of recondition- 
ing under these plans ranges from $2,500,000 to $6,000,000 for 
each vessel. The board has not decided which set of plans 
should be adopted. If and when that is done, Congress will be 
asked to authorize the expenditure of money required. There 
is some opinion in Shipping Board circles that it will be easier 
to obtain approval from Congress for reconditioning of the ex- 
German passenger liners than it will be to obtain money for 
new ships. 


SHIPPERS AND CONSULS TO MEET 
The Trafic World New York Bureau 


Plans for bringing about better cooperation and understand- 
ing between shippers in this district and the consulates of for- 
eign countries stationed here by means of meetings for con- 
sultation are to continue in effect the coming year. 

Last fall the Society of Foreign Consuls in New York and 
the Merchants’ Association of New York designated representa- 
tives to act as a Joint Committee for Cooperation Between Con- 
suls and Shippers. This committee has for its object the study 
of complaints and grievances either on the part of consuls 
against shippers or on the part of shippers against consular 
officials, and the consideration of proposals for improving prac- 
tices and conditions. 
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The next meeting will be October 5 in the offices of the 
Merchants’ Association, which originated the meetings. At that 
time there will be a resumption of consideration of the problems 
pending before the joint committee. These relate to more uni- 
formity between the consulates in the matter of hours, fees 
and procedure, and to a greater degree of consideration toward 
employes of the consulates on the part of shippers. . 

The consular representatives of the committee are mainly 
those from Latin America, inasmuch as the requirement for a 
consular invoice does not obtain in connection with shipments 
to various European countries, while in Latin America a con- 
sular invoice in considerable detail is uniformly required. 

Difficult problems are constantly arising in connection with 
these invoices and the requirements imposed on consuls by 
their home governments. It has been found that discussion of 
these difficulties at the meetings has been of much value in 
reaching solutions. 


SCRAPPING OF SHIPS 


The Shipping Board took no action at its meeting, Septem- 
ber 27, on the proposal to sell for scrapping purposes 129 ves- 
sels of its laid-up fleet. The matter has been under consider- 
ation for some time but the board apparently has been unable 
to come to a decision. It is understood that the War and Navy 
departments feel that the vessels should be held in reserve for 
use in event of an emergency, and that this has been considered 
by the board. 


PROPOSED SALE OF LINES 


When Commissioner Myers, of the Shipping Board, returns 
next week to Washington, Commissioner Teller will recommend 
to the board that the Oregon Oriental Line and the American 
Oriental Mail Line, operating from Pacific coast ports to the 
Far East, be offered for sale. The commissioner believes that 
the operating results achieved by these Iines warrant their 
transfer at this time to private operation. The Oregon Oriental 
Line is operated by the Columbia Pacific Shipping Company, 
Ine., and the Oriental Mail Line is operated by the Admiral 
Oriental Line. 





OCEAN AGREEMENTS APPROVED 


The Shipping Board has approved an agreement between 
the Yankee Line and Columbus Marine Corporation, Export 
Steamship Corporation, Furness Withy & Company, Ltd., Italia 
America Shipping Corporation, McDonnell and Truda and Phelps 
Brothers & Company, all members of the West Coast of Italy 
Conference, whereby the Yankee Line, which is a Shipping 
Board service, agrees to maintain conference rates, terms, 
and conditions on cargo from north Atlantic ports of the United 
States to west coast of Italy ports when carried on the vessels 
of the Yankee Line for transshipment via Hamburg and Bremen. 

The board also approved the following agreements for fixing 
transportation rates and apportioning earnings within the pur- 
view of section 15 of the shipping act. 


Cosulich Line with Bull Insular Line, Inc.: Arrangement covering 
through movement of shipments between Italian ports and Porto Rico, 
via New York, and providing for apportionment of the through rate on 
the basis of three-sevenths to the Cosulich Line and four-sevenths to 
the Bull Insular Line, Inc., the latter company paying the cost of 
transfer at New York. 

Cosulich Line with New York & Porto Rico Steamship Co.: Ar- 
rangement for through movement of shipments between Italian ports 
and Porto Rico, via New York. The Cosulich Line receives three- 
sevenths of the through rate and the New York & Porto Rico Steam- 
ship Co. four-sevenths, the latter company assuming transshipment 
costs at New York. 

Cosulich Line with Panama Pacific Line: Arrangement for han- 
dling through shipments between Italian ports and Pacific coast ports 
of the United States, the through rate and transshipment costs at 
New York being divided equally between the lines. 


PARCEL POST REGULATIONS 


Effective October 1, the weight limit applicable to parcel post 
packages exchanged between the United States and Trinidad 
and Tobago will be increased from 11 to 22 pounds, according 
to an announcement by Chase C. Gove, acting second assistant 
Postmaster-General 

Effective at once, parcel post packages addressed for de- 
livery in Switzerland and Venezuela must be sealed with wax, 
lead seals or otherwise. 

Effective at once, unregistered parcel post packages up to 
a maximum weight of 11 pounds will be accepted for delivery 
in Iraq via the Haifa-Bagdad motor service, when prepaid at the 
postage rate of 14 cents a pound or fraction plus transit charges. 

El Salvador has made effective the provisions of the Pan 
American Principal and Parcel Post Conventions of Mexico, ac- 
cording to advices received by W. Irving Glover, second assistant 
Postmaster-General. Spain has made effective the same con- 
ventions. The weight limit on parcel post packages to Spain 
will continue to be 11 pounds. 

Effective at once, parcel post packages addressed for de- 
livery in Luxemburg may be sealed with wax, lead seals or 
otherwise. Effective October 1, parcel post packages addressed 
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for delivery in Germany may be sealed with wax, lead seals, or 
otherwise. 

Effective at once, parcel post packages addressed for deliv. 
ery in Jamaica, Sweden, and Gibraltar may be sealed with wax, 
lead ‘seals or otherwise. Packages to France must be sealed 
with wax, lead seals or otherwise. 


NEW YORK PORT CONGESTION 


Owing to the severe congestion on the steamship piers and 
delays in delivery of merchandise to importers due to an un- 
usually large seasonal volume of imports of merchandise, aggra- 
vated by the recent strike of truck drivers, the New York Mer. 
chants’ Association has received a great number of appeals from 
its members to assist them in getting their merchandise 
promptly. The association, in view of these complaints, has 
asked Appraiser F. J. H. Kracke to keep a certain number of 
employes at work overtime in order to relieve the jam. Mer- 
chandise can be moved from the piers only by public cartmen 
duly appointed and bonded by the government. The cartmen 
are working after hours, but they are unable to free the piers 
because of their inability to dispose promptly of merchandise 
at the public stores, where the law requires it to be taken. 


T. PARK HAY TO LONDON 


General A. C. Dalton, president of the Merchant Fleet Cor- 
poration, announced in Chicago September 28 the transfer of 
District Traffic Manager T. Park Hay, of the Chicago office, to 
the London office of the Fleet Corporation. Mr. Hay will sail 
for Europe October 22. 

It is the intention of General Dalton to give greater service 
to the receiving and transshipping of American products in 
European ports in order to lend greater aid to American ex- 
porters abroad. 

Mr. Hay will work in close co-operation with the foreign 
representatives of the Bureau of Foreign and Domestic Com- 
merce, American consuls, and other agencies engaged in pro- 
moting the sale of American products in foreign countries. 


BALTIMORE PORT RATE CASE 


The Trafic World Washington Burcau 


A large part of the case for Baltimore in its port differen- 
tial rate case, No. 18715, Baltimore Chamber of Commerce vs. 
Ann Arbor et al., was put into the record toward the end of 
the first week of hearing, by G. Stewart Henderson, the com- 
plainant’s traffic man. Te presented exhibits, identified by letters 
from B to T, showing export rates on grain, from representa- 
tive points in Central Freight Association territory, to Balti- 
more and New York, also the differentials and percentage the 
New York rate bore to the Baltimore rate, from each point, 
the point shown being a representative city within a percentage 
group, arranged in accordance with the testimony of O.S. Lewis, 
given in the Boston port differential rate case. The exhibits 
also covered export rates on iron and steel; class rates; the 
sixth class rates; the rates in mills per-ton mile from repre- 
sentative points in the percentage groups to New York and 
Baltimore; like figures as to the export rates on grain; car-mile 
earnings on export grain; per ton-mile figures on export iron and 
steel; car-mile earnings on export iron and steel; fifth class rates 
and ton-mile earnings; fifth class rates and car-mile earnings; 
differences between domestic and export rates on grain, also 
from the representative points in groups of origin to the two 
ports; differences between domestic and export rates on iron 
and steel; the differences between export and domestic rates 
on grain from representative points in Illinois to New Orleans; 
ex-lake rates on grain for export from Buffalo, Erie, and Fair- 
port, to New York and Baltimore; figures showing exports of 
grain from north Atlantic and Gulf ports, the list of north 
Atlantic ports, including Montreal, for the years from 1922 to 
1926, both inclusive; total exports of grain from New York and 
Baltimore for three 10-year periods and the averages from each 
port in each of those periods; and a statement showing exports 
of flour for the 10-year period, from 1917 to 1925, inclusive, 
from Baltimore, Philadelphia, New York, Boston, New Orleans 
and Montreal. 

It took Mr. Henderson about half an hour to tell what the 
figures were intended to show, namely, the hurt that had been 
done to Baltimore, as Baltimore thought, by the adjustment of 
rates. More than three hours were used in his cross examina- 
tion by representatives of the other ports. Representatives of 
the other ports went minutely into the matter, even to the 
exent of asking Mr. Henderson as to the details of tariff publi- 
cations, as to whether they showed, as to a given road, that 
it made an elevation charge of one cent per bushel at New York 
or whether the tariffs did not show elevation charges. 


- Testimony in favor of leaving the adjustment on the pres- 
ent basis, without regard to the level of the rates, was given 
by J. S. Brown, speaking for the Chicago Board of Trade. Mr. 
Brown said the principle of the differential adjustment and 
the spread were right and proper. However, he said the level 
of the all-rail rates, on grain, to which commodity he confined 
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his attention, was too high in view of rates via Montreal and 
the Great Lakes. Attempts to get Mr. Brown into a discussion 
of the proposal to separate the line-haul and so-called terminal 
rates were not markedly successful. Mr. Brown wanted to 
and did confine his testimony to his proposition that the present 
adjustment, except for the level of rates, was proper. He 
avoided a discussion of so-called terminal charges by treating 
the elevation charge as the only real terminal charge, and as 
if the facilities used by the railroads to get grain from their 
box cars to shipside were of no significance, differing from 
engines, cars, water-station penstocks or water-scoops on en- 
gines to take water from roadside tanks. Mr. Brown was per- 
mitted to testify in the time allotted to Baltimore on account 
of his anxietty to return to Chicago. 

E. Blackford, a grain exporter of many years’ experience, 
told the story of Baltimore’s decline in the grain exporting 
business, admitting that other ports had also declined, since 
the world war, te low figures. He declined, time and again, to 
admit that there was any question about the share Baltimore 
should have of the grain trade, in this case. His declaration 
was that he considered Baltimore had advantages for the han- 
dling of grain which were not given recognition in the rates. 
He said that New York had many advantages over Baltimore, 
such as banking facilities, many sailings, ships prepared to take 
grain in less than cargoes, and at times, lower rates. Wilbur 
LaRoe challenged him on rates and asked him to submit proof, 
if, as he claimed, he could do so. In response Mr. Blackford 
submitted telegrams and other data to show that the day before 
he had encountered Such a situation. He admitted he knew 
the meaning of distress rates, made by ships needing more 
cargo and counted such rates among the advantages. His 
thought, however, was that if the Commission would adjust 
rates properly, Baltimore would come into its own again in the 
grain trade. 

J. Murdoch Dennis, another grain man, also described the 
situation at Baltimore in support of the proposition, broadly 
stated, that Baltimore had advantages to which recognition 
was not accorded. 

Data in support of Baltimore’s contention that she had port 
facilities to which adequate recognition had not been accorded 
in the port differential adjustment were placed in the record by 
E. F. Morgan, formerly an employe of the Commission. He sub- 
mitted cost figures concerning New York and Baltimore based 
on exhibits put in by the carriers in response to a request by 
the Commission, in No. 12681, its inquiry into wharfage and 
other port terminal charges. As shown by him the cost of land 
and water services at New York, on traffic other than coal and 
grain, was $1.81 per ton and at Baltimore, 30.92 cents. The cost 
on grain at New York was shown as being 90.39 cents per ton, 
while, as figured by Mr. Morgan, the carriers, by the use of 
their terminals at Baltimore, including the elevator, achieved a 
net revenue of 41.10 cents per ton. 

His figures, on cross-examination, were sharply criticized 
because, among other things, he did not include switching at 
Baltimore, which the cross-examiners contended took the place 
of the lighterage service at New York, and because he had not 
included an item of more than $300,000 as interest on the money 
invested in the Baltimore terminals. 

G. H. Pouder, director of the export and import bureau of 
the Baltimore Chamber of Commerce, submitted exhibits to show 
the import and export traffic of Baltimore in comparison with 
the export and import traffic of the United States and the traffic 
of that character at New York, Boston and Philadelphia. 


On cross-examination, Mr. Laroe had Mr. Pouder read fig- 
ures from one of the Commission’s port differential cases and 
from his own report on the traffic through Baltimore for con- 
trast with the figures he submitted in support of the Baltimore 
proposition that the port adjustment was inimical to Baltimore. 
The figures submitted by Mr. Laroe in that way showed that 
Baltimore’s export and import business had been multiplied by 
about ten, as suggested by Mr. Laroe’s interpretation of the fig- 
ures shown by the Commission and by Mr. Pouder. 


“I don’t believe the growth is comparable with that of New 
York,” said the: witness. “The big increase in 1926, as I before 
said, was due to the large amount of coal exported and the im- 
portation of commodities used in Baltimore.” 


E. H. Beer, a Baltimore grain man, said it was not a question 
of the share of the grain business Baltimore should have but as 
to what was right in the matter of rates. He said, in answer to 
questions on cross-examination, that he could not understand 
how New York grain merchants could outbid him, by several 
cents per bushel, in buying grain in Ohio, but that that was the 
fact, notwithstanding that the all-rail grain differential was 1.5 
cents against New York. He suggested that the Commission 
might look into that. He said he knew that he was outbid by 
the New Yorkers for Ohio grain because his son was in Ohio 
when bids for grain were opened and finally advised him that 
it was useless to bid for grain although some might be sent to 
Beer & Co., of which Mr. Beer is a member, on consignment. 

Mr. Pouder was recalled for cross-examination and for about 
two hours answered questions about the figures in his own report 
on the import and export business of Baltimore and the figures 
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contained in the reports of the Commission and other govern- 
mental bodies, the effort of representatives of other ports, seem- 
ingly, being to show that despite the differential adjustment 
about which Baltimore was complaining, that port had grown 
“tremendously” in some lines of traffic, “healthily” in others 
and “steadily” in others. 

After the representatives of other ports had finished, James 
W. Carmalt, counsel for Baltimore, asked Mr. Pouder to make 
comparisons which, seemingly, showed that Baltimore had not 
grown at all when the difference in the power of the dollar, 
as between 1910 and 1925, was taken into consideration. Some 
of the figures went as far back as 1878, both sides using figures 
as old as that, for one purpose or another. 

Frank Harper, executive secretary of the Maryland Public 
Service Commission, expressed the opinion that the differential, 
as between Baltimore and New York, was too small. He said 
he based that opinion on the difference in distance and the 
difference in the cost of the terminal service at the two ports. 
He was subjected to a long and minute cross-examination in- 
tended to bring out that he had not made any personal investiga- 
tion of any phase of the subject and that his testimony was 
based upon facts brought out in the various hearings, decisions 
and arbitrations in the troublesome port differential question. 
Retorting to one of the questions intended to show that he 
had not made personal investigations, he said he had not per- 
sonally measured the distance between New York and Chicago, 
but he believed he was warranted in taking the assertions by 
witnesses for the railroads as to the distance between the two 
cities. 

Another assumption upon which he based his testimony was 
that the New York-Chicago rate was reasonable. On that as- 
sumption he based his conviction that the differential rate 
adjustment to Baltimore was not what it should be. 

Walter Moore, a New York ocean freight broker of 44 years’ 
experience, testifying in behalf of leaving the adjustment as 
it is, said that a differential of 6 cents, on grain, all-rail from 
Chicago as between New York and Baltimore, would destroy 
New York as a grain market. Addition of a charge for delivery 
by lighterage, making the cost of lighterage delivery of grain 
higher than the cost through elevators, he said, would also be 
destructive. Such a road as the Lackawanna, having no ele- 
vators on the water front, would have to build elevators, he said, 
or go out of the carrying of export grain to New York. 

Grain cargo rates, he said, were equal from all north At- 
lantic ports and in the conduct of his business he undertook 
to furnish ships to load from any port, from Montreal on the 
north, to and including Gulf ports. Sometimes, on account of 
distress conditions, he said, there was a difference in rates on 
berth space grain. Such distress conditions, that is, of a ship 
needing berth space cargo, he said, might be found at Baltimore 
as well as at New York, or any other port. 

On cross-examination he declined, as he said, “to go ashore” 
when Allan Olmstead, on behalf of intervening Philadelphia in- 
terests, undertook to have him answer a hypothetical question 
as to whether New York would be hurt by separation of the 
line-haul rate and the terminal charges. The lawyers could 
not agree among themselves as to what Mr. Olmstead’s question 
meant and Mr. Moore got off the stand without answering, or, as 
he said, “going ashore.” 


George C. Smith, an economist, testifying for Baltimore, 
dealt with commodity index prices on various commodities and 
from them deduced, as attorneys on the other side summed 
up his ideas, that on account of the depreciation in the power of 
the dollar, the differentials should go up and down with the 
volume of the rates. His theory, as understood by the cross- 
examining attorneys, was that the increase in the rates indi- 
cated that the railroads and the Commission understood that it 
was necessary to increase them on account of the depreciation 
in the purchasing power of the dollar. 

In behalf of the New York Port Authority, R. M. Morgan 
expressed the conviction that there should be a parity of rates 
to the ports. He is a grain exporter. To him equal rates 
appealed as decidedly in the interest of the buyers and sellers 
of grain. Answering a question, he made it clear that the 
parity he desired was that which would enable Americans to 
send their grain through any port to a given destination abroad 
at the same cost. He thought the public interest required the 
use of the cheapest route as the one to measure the rates. 

F. G. Frieser, director of traffic of the Merchant Fleet 
Corporation, was presented as a witness who would testify as 
to facts but would not take sides. Mr. LaRoe said that Mr. 
Frieser would be his witness, in behalf of the New York inter- 
ests, in the sense that he had called him but in no other. The 
examiner said that Mr. Frieser was an ocean freight rate man, 
without bias in the issue presented by the case on hearing. 
Mr. Frieser explained the freight rate adjustment that prevailed 
from American ports, which, he said, was that of equal rates 
from the ports to the same foreign destinations. That equality, 
he said, was not the result of conference agreements, in so far 
as grain was concerned, because grain was outside of the con- 
ferences. As to rates on grain in the range of north Atlantic 
and gulf ports, he said the shipper had an option as to the port 
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United Fruit Company 


General Offices, One Federal Street, Boston, Mass. 


STEAMSHIP SERVICE 


REGULAR FREIGHT SAILINGS 
FROM 


New York, Boston and New Orleans 
TO 


Havana and Santiago, Cuba 
JAMAICA COLOMBIA 


Kingston Cartagena 
Port Antonio Puerto Colombia 


Jamaica Outports Santa Marta 
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Port Limon 
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Through Bills of Lading issued via Cristobal to West Coast Port 
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For rates and other information, address 
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321 St. Charles Street New Orleans, La. 
Long Wharf 

Marquette Building 
311 California Street 


BOSTON, MASS. 


San Francisco, Cal. 





View CHARLES RIVER STORES, 131 Beverly St. 


Direct Connection with Bosten & Maine R. R. 


Also ALBANY TERMINAL STORES, 137 Kneeland St. 


Direct Connection with Boston & Albany R. R. 


Also SUMMER STREET STORES, 419 Summer St. 


Direct Connection with N. Y., N. H. & H. R. R. 


Also BATTERY WHARF STORES 


Direct Connection with Union Freight R. R. 
Total General Storage Capacity: 9,706,000 Cubic Feet 


MAIN OFFICE: 


Quincy Market Cold Storage & Whse. Co. 


178 Atlantic Avenue, BOSTON, MASS. 
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FREIGHT SERVICE 
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ized types of carriers. Low 
insurance rates. Fast mail 
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dling. Prompt forwarding. 


These are some of the factors which 
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service of unusual merit. 


INTERNATIONAL MERCANTILE MARINE COMPANY 
No. 1 Broadway, New York City. 127 South State St., Chicago 
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MUNSON-McCORMICK LINE 
INTERCOASTAL SERVICE 


From Baltimore and New York Weekly 
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DIRECT TO 
LOS ANGELES HARBOR—SAN 
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through which he would send his grain, the ships being pre- 
pared to go to the port designated by the shipper. He said that 
Montreal rates were usually higher, by from 1.5 to 3 cents. 

John Nicolson, counsel for the Shipping Board, objected to 
Mr. Frieser answering any question as to the policy of the 
Shipping Board or the Fleet Corporation on the ground that 
Mr. Frieser did not deal with questions of policy. Mr. LaRoe 
reframed his question so as to inquire about the practice and 
whenever the policy of the government marine, to have equal 
rates was mentioned, it was referred to as the practice, rather 
than the policy. 

J. M. Zachara, traffic manager for the Magor Car Corpora- 
tion, of Clifton, N. J., testified that railroad equipment fabrica- 
tion at Clifton, the business in which the Magor corporation 
was engaged, was at a disadvantage in competing with railroad 
equipment plants in the Pittsburgh district because the latter 
were able to use the differential rates to Baltimore. Any in- 
crease in the differential, he said, would place the Magor cor- 
poration at a greater disadvantage. An increase, he thought, 
would bar the Magor equipment from the Latin American mar- 
kets in which it was now selling. 

W. G. Carter, traffic manager for the Gregg Co., Ltd., Lodi, 
N. Y., also railroad equipment manufacturers and fabricators, 
said that the Baltimore differential gave an advantage to com- 
petitors in the Pittsburgh district equal to about 60 cents per 
ton. He gave some figures about bids on equipment, in some of 
which his company was the winner, to show the narrow margin 
on which business was being done. 

H. L. Stitt, president of the New York Freight Forwarders 
and Custom House Brokers, members of which act as agents 
for manufacturers shipping in less than cargo lots, said that 
European production had got back to something between 80 and 
90 per cent of pre-war and that the competition in the foreign 
market, for that reason, was becoming exceptionally keen. He 
said that splitting the line-haul and terminal charges, as pro- 
posed, would cause dissension between buyers and _ sellers, 
thereby increasing the difficulties of American exporters. An- 
other factor to be considered was that European ports had be- 
come more competent since the war than they were before the 
war and were handling traffic better now than before. 

“I think it would be better for American exporters if all the 
ports had unified charges,’ said Mr. Stitt. “I think it would 
hurt Baltimore to have a segregation of the line-haul and the 
port charges.” 

Mr. Stitt said that often a ship lying along a pier would be 
loading and unloading over the pier and over lighters at the 
same time and that that practice increased the competency 
of the port and tended to save the time of the ship and ben- 
efited the shipper in that his goods were moved more rapidly 
than if all loading and unloading were done only on piers or 
only on lighters. 

The New York Port Authority, it became obvious after two 
of its witnesses had testified, intended to make a hard fight 
against the suggestion that there should be a separation of 
line-haul rates and terminal charges. Mr. Stitt, in his testi- 
mony emphasized his view that separation would hamper for- 
eign trade, even if the terminal charge in each case for all 
deliveries in a port should be the same, by creating doubt or 
query in the minds of shippers or receivers. Making terminal 
charges depend upon the amount of service rendered would 
disrupt the unity of a port and make an extremely bad situa- 
tion, he thought. 

Views of like character were presented by Billings Wilson, 
deputy manager for the Port Authority. He said he had made 
many investigations as to harbor and terminal conditions, in- 
cluding the working of the reciprocal switching agreement in 
Chicago. Lighterage in New York harbor he treated as a sub- 
stitute for the switching in Chicago. By means of the marine 
equipment in New York harbor, he said, for illustration, the 
Pennsylvania was able to make deliveries or to receive freight 
at any point in the New York customs district. That district, 
under a proclamation of the President of the United States, he 
said, was made co-terminous with the Port Authority area, at 
any point in which, generally speaking, freight could be deliv- 
ered, from points in central territory, or west, at the flat New 
York rate, even as, under the switching agreement, traffic was 
delivered at the flat Chicago rate in the Chicago industrial area. 

Any attempt, at any point in the United States, Mr. Wilson 
said, to state rates for terminal services on the cost basis, 
would cause the method to spread to every other part in the 
country. Separation at New York, he thought, would mean sep- 
aration at all points and bring about a method of making freight 
rates in the United States not based upon the assumption that 
what was really an industrial unit was such a unit but some- 
thing entirely different. Mr. Wilson said he did not know of 
any place where freight rates were made on the basis of the 
cost of particular services. Were rates made on that basis, 
he said, many heavy-loading commodities would not receive 
rail hauls at all. In the long run, he said, rates made in that 
way would be no fairer than the rates now in effect. But, he 
said, there would be a fluctuation rate structure, based on cost 
studies, costs varying from time to time. That, in his opinion, 
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was the very thing shippers did not want. His thought was 
that they wanted a rate structure that was fairly stable so they 
could make their plans with the knowledge that the rates 
would not have to be changed to meet variations in cost. He 
said that making rates in that way would result in different 
rates to different parts of the port of New York and throw the 
whole industrial community into confusion. 

In addition to expressing opinions on that sort of rate 
making, Mr. Wilson described the physical conditions in New 
York harbor, related the history of railroad and ferry building 
in and around the harbor, and the making of rates in the early 
history of railroading, saying that the New York Central, hav- 
ing rails to Manhattan Island, was the rate-making line. Other 
railroads, he said, had to employ lighters and floats to compete 
with the only trunk line having rails to the island. Mr. Wilson 
estimated New York city’s investment in water, front property, 
devoted to commerce, at $125,000,000, and the investment of 
private dock companies at $65,000,000. 

Philadelphia witnesses who followed those speaking for 
New York advocated separation of the line-haul rate and 
terminal charges as pointedly as the New York men opposed 
separation. As in the case of testimony in behalf of Baltimore, 
the witnesses used grain as the commodity in which they were 
most interested. 

George W. Edmonds, director of the Philadelphia Ocean 
Traffic Bureau, not only advocated separation but said that if 
the differential were widened for Baltimore the same sort of 
treatment should be given Philadelphia so as to maintain the 
relationship between Philadelphia and Baltimore. 


Hubert C. Horan, treasurer of the same organization and 
a grain man, gave testimony along the same line from the 
point of view of a grain man. His point was that no service 
beyond the rail-head should be paid for by the carrier, either 
by way of absorption of the charges of an independent company 
or by facilities owned by the railroad company and operated 
at its cost. He said that that was the way business was con- 
ducted in Philadelphia. The ship taking grain from an elevator, 
he said, paid the fee for elevation on account of the shipper. 
In the same way, he said, the cost of lighterage was cared for, 
while at New York, he asserted the service beyond the rail- 
head was at the cost of the carrier and to that he objected. 

In the case of ocean-liners taking grain from lighters into 
which it had been placed by elevation Mr. Horan could not 
be induced to express an opinion as to whether there should 
be a charge for the lighterage in addition to the elevation fee 
or whether that fee should cover both services. He said he 
could not say because he did not know whether the lighter- 
age service could also be performed for the fee paid for eleva- 
tion because he had not investigated the matter. But his gen- 
eral proposition was that the shipper should pay for services 
beyond the end of the rails. 

The hearing in the case was closed September 29 and No- 
vember 15 was specified as the time for filing briefs. The carriers 
put L. H. Kentfield, of the Trunk Line auxiliary committee, on 
the stand as their witness. He had also been called by the 
Baltimore Chamber of Commerce. As a witness for the com- 
plainant he put in facts about distances, tonnage and so forth. 
On cross examination by Clyde Brown, while he was a witness 
for the complainant, Mr. Kentfield expressed the belief that the 
differential rates were fair, reasonable and just and should not 
be disturbed. As a witness for the carriers he opposed the 
separation of the line-haul rate and the terminal charge as de- 
structive of the usual method of stating rates. In expressing 
that opinion he said he was speaking for all the railroads. On 
cross-examination by Mr. Carmalt, Mr. Kentfield said he was 
speaking for the Western Maryland, the questions suggesting 
that that road was in sympathy with the Baltimore suggestion 
for separation. Mr. Brown asked several questions apparently 
intended to emphasize the assertion that Mr. Kentfield was 
speaking for the Western Maryland and all the railroads in their 
opposition to changes. 


PANAMA CANAL TRAFFIC 


In the month of August, 543 commercial vessels, on which tolls 
of $2,274,040.55 were collected, passed through the Panama Canal, 
according to the Panama Canal Record. With respect to the 
number of commercial transits, August was the largest month 
since the opening of the canal, the former record having been 
509, made in July, the preceding month. The tolls collection 
in August was the second largest in the history of the canal, 
having been exceeded in December, 1923, when $2,335,729.81 was 
collected. For the eight months ended with August the tolls 
collected aggregated $16,788,746.89. 

In the fiscal year ended June 30, 1927, vessels of United 
States registry comprised 53.05 per cent of the aggregate Pan- 
ama Canal net tonnage, were the source of 52.5 per cent of the 
total tolls collected, and carried 54.9 per cent of the total cargo 
passing through the canal in the year. 

The number of transits made by American flag vessels in 
the fiscal year ended June 30, 1927, totaled 2,685. British ves- 
sels came second with 1,351 transits; Norwegian third with 265 
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Cuba-Mexican Gulf Ports 


FREIGHT SERVICE 


Sailings from New York 


FOR HAVANA— Weekly Express service every 
Saturday. Cuban ports—Weekly service for Santiago 
every Thursday. Fortnightly service for Cienfuegos, 
Guantanamo and Manzanillo alternate Thursdays. 
Sailings to other Cuban ports as freight offers. Mexi- 
can Ports—Weekly service to Vera Cruz and Tam- 
pico every Thursday. To Progreso fortnightly service 
alternate Thursdays. To Puerto Mexico, monthly 


service. 
Sailings from Philadelphia 


For Havana, Tampico and Puerto, Mexico— 
Monthly service. 


PASSENGER SERVICE 


Express sailings every Saturday to Havana on steamers 
“Orizaba” and “Siboney.” Steamers “Monterey” and “Mexico” 
furnish fortnightly service on Thursdays to Progreso, Vera 
Cruz, Tampico, Mexico. Ten and seventeen day cruises to 
Havana; Special round trip fares and rail-water circle tours to 
Mexico City in effect the year around. 


New YorkK AND Cusa Matz S. S. Co. 


WARD LINE 


Pier 13, Foot of Wall St., New York City 





GULT DACIFIC LANE 


SAILINGS EVERY FOURTEEN DAYS 
FROM 


Houston, Mobile,New Orleans 
: AND 
Regular Service From 


Beaumont, Port Arthur, Lake Charles 


Galveston, Tampa 
TO 


San Diego, Los Angeles, San Francisco 
Oakland, Portland, Seattle, Tacoma 
and Vancouver (B. C.) 


Through Bills of Lading issued to Hawaii, Australia, 
New Zealand and Dutch East Indies for trans- 
shipment at San Francisco. 


THE STEELE STEAMSHIP LINE, INC., General Gulf Agents 
Main Office: 424 Whitney Building, New Orleans, La. 


SWAYNE & HOYT, INC., Pacific Coast General Agents 
Main Office: 430 Sansome Street, San Francisco, Calif. 
SWAYNE & HOYT, INC., W. J. SMITH, General Agent 
209 South La Salle Street Chicago, III. 
SWAYNE & HOYT, INC., H. H. KENNEDY, General Agent 


320 Merchants Exchange Building St. Louis, Mo. 


THE STEELE STEAMSHIP LINE, INC., General Agents 
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transits; German fourth with 212 transits, and Japanese fifth 
with 165 transits. 

Vessels of United States registry paid $12,720,447.95 of the 
total tolls of $24,228,830.11 for the year. British vessels paid 
tolls of $6,452,527.30. 

In August, 116 tank ships, on which tolls of $571,057.66 
were collected, transited the Panama Canal. In point of net 
tonnage tanker traffic for August showed a decrease of approx- 
imately 6 per cent under the same traffic for August, 1926, 
while cargo tonnage showed a decrease of approximately 10 
per cent. 

The amount of cargo passing through the canal to and 
from the west coast of South America in the fiscal year 1927 
was less by 661,817 long tons than in the previous year and 
544,648 long tons less than in the fiscal year 1925, according to 
the Panama Canal Record. There was an increase, however, 
over the amounts carried in the years preceding 1925. De- 
crease in nitrate shipments from the Pacific to the Atlantic 
accounted for much of the decline in tonnage. As to such ship- 
ments, the Record, in part, said: 


It is probable that a low point in nitrate cargoes has been passed. 
Shipments through the canal during May and June, 1927, were 45,800 
and 49,061 tons, respectively, increasing to 221,379 tons for July and 
221,519 tons for August. August shipments were destined as follows: 
United States 52,961 tons, Europe 116,788 tons, Egypt 23,122 tons, 
West Indies 7,150 tons, and Cristobal for orders 21,498 tons. 


HAMPTON ROADS PORTS 


The board of engineers for rivers and harbors of the War 
Department, in co-operation with the bureau of operations of 
the Shipping Board, has issued a report on the ports of Nor- 
folk, Portsmouth and Newport News, Virginia, constituting No. 
15 of a series of reports on the ports of the United States and 
its possessions. A summary of the report follows: 





The central position of Hampton Roads, its excellent harbor and 
commodious anchorage area, together with extensive terminal and 
rail development, make it one of the country’s most important sea- 
ports. It is served by eight railroads, and has fifty regular steam- 
ship lines offering service to foreign and domestic points. In addition, 
the port is visited by large numbers of tramp vessels, seeking coal 
cargoes, and by many vessels entering for fuel or for orders. 

The report shows that the total commerce of Hampton roads 
during the recent past has averaged 22,486,000 tons per annum, of 
which 77 per cent was handled through ’Norfolk- Portsmouth, and 23 
per cent through Newport News. The foreign trade has averaged 
8, 738,000 tons, the coastwise trade 11,325,000 tons, and internal traffic 

2’ 423° 000 tons per annum. 

The information contained in the report makes clear the out- 
standing position of Hampton Roads in the shipment of coal, both 
for export and for coastwise trade. Its supremacy in this trade is 
due to its proximity to important bituminous fields, and to the ex- 
tensive terminals which rail carriers penetrating these fields have con- 
structed for the expeditious and economical handling of coal between 
car and ship. The coal shipments to foreign countries have averaged 
7,485,000 tons, not including the exports of 1926 which reach a total 
of 12,200,000 short tons. Shipments of coal coastwise from these ports 
during recent years have averaged 7,925,000 tons, making an average 
movement of coal from the Hampton Roads ports to both foreign and 
domestic destinations of 15,410,000 short tons. In the exportation of 
tobacco, this group of ports has easily surpassed all competitors. 

While the business of these ports is essentially of a bulk nature, 
recent years have seen the construction of modern terminals suitable 
for general cargo, and through the efforts of the ports themselves 
much progress has been made in attracting higher class traffic and 
in securing better balanced cargoes. Terminals for handling general 
cargo, tobacco, cotton and fertilizer, supported by ample transit sheds, 
warehouses and open storage space, are available in sufficient capacity 
to meet the needs of the ports. The facilities for construction and re- 
pair of vessels are noteworthy. 

The report shows that from a railroad rate standpoint these ports 
are in a favorable position. Import class rates lower than from other 
north Atlantic ports apply from Hampton Roads to Cincinnati, Chi- 
cago and St. Louis, and these ports are on the same basis as Balti- 
more for export traffic from Chicago and the lower Ohio River cross- 
ings. They are at some disadvantage, however, on trafic from or 
to the lower lake ports and the Pittsburgh district. 

The state legislature recently adopted a measure forming a port 
authority for Hampton Roads, which brings the administration of 
its affairs under a single agency as a state port. While Hampton 
Roads was originally developed by railroads, its future has now 
become a matter of interest not only to the rail carriers but to the state 
of Virginia, as well as to the individual ports. From practically every 
viewpoint, the situation is favorable for continued progress. 


COAL PRODUCTION AND SHIPMENT 


Production of soft coal the week ended September 17 was 
estimated at 9,648,000 net tons by the Bureau of Mines of the 
Department of Commerce. This represented an increase of 
668,000 tons over the output in the holiday week preceding but 
was less by 113,000 tons than the estimate for the week ended 
September 3. Anthracite production was estimated at 1,593,000 
net tons, 228,000 tons below the production in the full-time week 
ended September 3. 

Bituminous coal dumped into vessels at Lake Erie ports. the 
week ended September 18 totaled 894,435 net tons, as compared 
with 847,184 tons the preceding week. Anthracite shipped from 
Lake Erie ports totaled 39,280 tons as compared with 63,744 tons 
the preceding week. 

Tidewater bituminous coal shipments from Hampton Roads 
the week ended September 17 totaled 405,665 tons of which 
245,354 tons were for New England delivery. At Charleston, S. C., 
912 tons were dumped for foreign and coastwise bunker use. 
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Questions and aimee | 


In this department will be answered questions of both legal and 
practical nature that confront od ne pay dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. A traffic man of long experience | 
and wide knowledge will answer questions relating to practical traffic 
problems. We do not desire to take the place of traffic man but to 
help him in his work. 

The right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may appear to us unwise to answer 


or that involves a situation too complex for the kind of investigation 


herein contemplated. 
Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D.C. 


Tariff Interpretation—S. W. L. Tariff 1-P, I. C. ” tit ini +s eth hk 1807 

Texas.—Question: We are confronted with a question in- 
volving the interpretation of rates applying on sewer pipe, car- 
loads, St. Louis to McLean, Tex. (C. R. I. & G.), and other points 
named in item 105-A S. W. L. Tariff 1-P, I. C. C. 1807. 

The commodity rates on sewer pipe between points above 
mentioned are found in item 5885, S. W. L. Tariff 1-P. This item 
provides a commodity rate of 5914 cents per 100 pounds apply- 
ing for account of lines named in Note 1 of the item, and a rate 
of 651%4 cents per 100 pounds for account of other lines. The 
Cc. R. I. & G. Railway is named in Note 1, but exception is made 
therein to points named in item 105-A. The basis named in 
item 5885 for constructing rates from defined territories and 
to differential territory is class E. This basis is also subject 
to an exception providing that Texas Common Point rates apply 
to points named in 105-A. Inasmuch as Note 1 of item 5885 
makes an exception of points named in item 105-A, it is our opin- 
ion that commodity rates on sewer pipe from St. Louis to 
McLean and points named in 105-A are 65% cents per 100 pounds. 

It will also be found that S. W. L. Tariff 1-P provides for 
alternative application. Sewer pipe is rated class E in the West- 
ern Classification when loaded in accordance with specifictions 
of Note 1, pages 343, 344 and 345 of Consolidated Freight Clas- 
sification No. 4. Item 5000-H, supplement 44, section 1 of tariff 
1-P, names a class E rate of 591% cents per 100 pounds, St. Louis 
to Texas Common Points. The commodity rates are found in 
section 2 of this tariff. The class E differential to McLean, Tex., 
for example, is 5 cents, making a through class E rate of 64% 
cents per 100 pounds from St. Louis. Therefore, we have a 
commodity rate of 6514 cents and a through class E rate of 64% 
cents applying from St. Louis to McLean, Tex. The same situa- 
tion exists at various other points named in item 105-A. 

At the same time we also have the exception to the differ- 
ential basis named in item 5885, S. W. L. Tariff 1-P, which pro- 
vides that Texas Common Point rates named in the item apply 
to points named in item 105-A. Does this preclude the use of 
the differential basis to points named in item 105-A and prevent 
its use in connection with the class E common point basis? 
If so, this leaves only the common point commodity rate of 65% 
cents, as named in item 5885. If the differential basis is ap- 
plicable to points named in item 105-A, then the class E rates 
are in various instances lower and can be used in preference 
to the through commodity rate of 651% cents. 

Please let us have your interpretation. 

Answer: At first glance, there appears to be a conflict be- 
tween Note 1 and the exception as carried in the rate item 5885, 
for the exception says that rates named “will apply to points 
in item 105,” while under Note 1, as to the C. R. I. & G., it is 
stated otherwise. However, in construing tariffs, legal docu- 
ments, etc., it is a rule that a conflict must be avoided, if at all 
possible. 

Observe that the “Exception” to the effect that rates will 
apply to points in item 105 is carried in the differential column 
under class E and is, as we view it, speaking for the item in 
general. Following in Note 1 and lodged against the C. R. I. 
& G. only, is the exception that, as to the C. R. I. & G., points 
in item 105 are not included. In other words, we have, in our 
opinion, a general vs. a specific provision. In such cases the 
specific controls. See United States Industrial Alcohol Co. vs. 
D. G., 68 I. C. C. 389, 392; Augusta Veneer Co. vs. Southern 
Ry. Co., 41 I. C. C. 414, 416. 

Therefore, it is our view, that the rate to McLean and other 
points in Texas on the C. R. I. & G., as named in item 105, is 
not 59% cents, but 65% cents, under the commodity rate item 
No. 5885. We agree with you that the through class rate to 
McLean, Tex., for example, is 6414 cents, or lower than the 
section 1 rate of 651% cents, and, therefore, under the alternative 
application of these sections, you are entitled to the lower rate. 

We do not think the exception in item 5885 precludes the 
use of the class E differential basis, for we think the class E 
arbitrary is general in item 5885 and not modified by either 
the general exception or Note 1 Exceptions. Both of these have 
reference only to the base rate, in our opinion, and not the dif- 
ferential. In fact, were it otherwise, you still would have the 
class E basis under the classification in connection with the 
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Be You ‘Cutanene Neighbor 
in Los Angeles 


You actually become your customers 
neighbor in Los Angeles when you have 
a stock of goods stored in the Metropol- 
itan Warehouse, ready for delivery on a 
moments notice. 

The warehouse is constructed of re- 
inforced concrete and is located in the 
heart of the wholesale and retail districts. 

The fire insurance rate is 15.3c. 


METROPOLITAN 







Merchandise Storage Drayage Pool Car Distribution 
1340-1356 East Sixth Street 


LOS ANGELES 


EASTERN REPRESENTATIVES: 
CROOKS TERMINAL WAREHOUSES 


NEW YORK 





Financially Responsible 


We will be pleased to furnish shippers with rates and all other information 
of interest in connection with the handling of 


their accounts in any city 


A directory showing in detail facilities of all warehouses available upon request 


For further information write our nearest representative 


O. V. HUKILL, Eastern Representative 
260 West Broadway 
Phone Walker 7195 
New York City 


THE TRAFFIC WORLD 


WAREHOUSE CO. 


Woolworth Bldg. 417 ‘ae at. 
A 


American Chain of Warehouses, Ine. 


ESTABLISHED 1911 


A Group of Warehouses in the Principal Distributing Centers 


Ideally Located to Serve All Territories 
Thoroughly Experienced in All Details of Merchandise Distribution 








LEONARD’S GUIDE! 


Freight, Express, Parcel Post 
RATES and ROUTINGS 


All in One Book! 


Entirely different from anything else you have 
ever seen. It saves Time and Money. 
We keep our subscribers advised of all changes by our 


supplements and by special notice when necessary. 
The Guide is entirely revised and reprinted each year. 










































Four years ago used in only 25 cities. 
Today used in 700 cities! 


Why? 
Because we save our subscribers money 













Send for sample sheets showing how we give 
parcel post and express rates from your city to 
every point in the United States and Canada. 


G. R. LEONARD & CO., Inc. 


155 North Clark St. 15 East 26th Street 
CHICAGO NEW YORK 





























W. H. EDDY, Western Representative 


53 W. Jackson Blvd., Room 1010 
Phone Harrison 1496 
Chicago, III. 
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class rates as named in item 5000-H, supplement No. 50, page 
No. 38. 
Distinction Between Ratings on “Emigrant Movables” and 
“Household Goods” 

Ohio.—Question: Please advise, at your early convenience, 
as to the following: 

Household goods and personal effects of one of our repre- 
sentatives were shipped from city of his original residence to 
his new headquarters in another city. The warehouse desig- 
nated these effects on bill of lading as emigrant movables and 
charges were collected accordingly on basis of the carload mini- 
mum weight of 20,000 pounds at emigrant movable rating ap- 
plicable between the two points as quoted in Agent Speiden’s 
Inbound Mississippi Valley Commodity Tariff No. 131-F, I. C. C. 
No. 1040, page 113, item 5225. The railroad company, however, 
has presented bill for additional charges, stating that as the 
shipment did not contain any tools, agricultural implements, 
vehicles, live stock, or other articles mentioned under the head- 
ing of Emigrant Movables in Consolidated Freight Classification 
No. 4, page 166, the rating for household goods would be ap- 
plicable, as per page 241 of the classification. Kindly advise if 
personal effects, such as furniture, clothing, household utensils, 
etc., may not properly be classified as emigrant movables, not- 
withstanding fact that they are not mixed with other items 
mentioned in Note 2, page 166, of Consolidated Classification. 
The railroad freight agent contends that the emigrant movables’ 
rating applies only on mixed shipment of household goods, per- 
sonal effects and the other articles mentioned in article 2. 
If this attitude be correct, it would appear that in order to 
obtain emigrant movable rating the shipment must contain not 
only household goods and personal effects, but also one or more 
each of all of the other articles mentioned in Note 2, and we 
doubt very much if any shipment of this nature would contain all 
of the articles mentioned therein. 

It also appears to us that the classification may be con- 
strued to indicate that in the event rating on emigrant movables 
should provide a lower charge than the rating on household 
goods, the emigrant movable rating should be applied, as the 
emigrant movable item specifies all of the articles mentioned in 


the household goods item, although, of course, that is not true, 
vice versa. 


No value was shown on the bill of lading, although Note 2 of 
item 5225, tariff 131-F, and both items in the classification cov- 
ering household goods, as well as emigrant movables, indicate 
that release for agreed valuation should be shown. However, 


in the absence of such valuation, would not the lowest release 
valuation be used, thus entitling the shipment to the emigrant 


movable rating? 


Answer: Misbilling or misdescription of goods does not 
determine the lawful rate applicable. If the shipment consisted 
of “Household Goods” and was described as “Emigrant Mova- 
bles,” yet was made up wholly of articles which are covered 
by the term “Emigrant Movables,” they are, none the less, 
emigrant movables and as such are subject to the emigrant 
movable rating; and vice versa, if “Emigrant Movables” are 
billed as “Household Goods,” they are, none the less, emigrant 
movables, and as such are entitled to the rate applicable to 
that commodity. In Harris Bros. Company vs. Director-General, 
60 I. C. C. 428, and Carthage Marble Company vs. Missouri Pa- 
cific, 51 I. C. C. 619, the Commission held that carriers’ conten- 
tion that bills of lading descriptions must govern and that the 
shipper cannot by parol evidence show his goods to be other 
than described in the bill of lading, was without merit. 


The question, therefore, turns upon whether these goods 
were specifically “Emigrant Movables” or “Household Goods,” 
or both, and, if the latter, of course, the rule of conflicting 
ratings in the same tariff would permit use of the lower rate. 

According to Note 2, item 1, page 242, of Consolidated Clas- 
sification No. 3, if shipment includes any article, other than 
used second-hand household or personal effects, such as clothing, 
furniture or furnishings, the rating on “Household Goods” will 
not apply, but the entire consignment will be charged at the 
“Emigrant Movables” rate. If, for instance, a roll of wire 
fencing was in the shipment, we could not use the “Household 
Goods” rating, even if lower than the “Emigrant Movables” rate. 
But, under the description of “Emigrant movables,” Note 2, 
item 1, page 166, of the classification, we find that a carload 
of “Emigrant Movables” may consist of used household goods 
or personal effects, etc., just the same as in the “Household 
Goods” description, but in addition to the household goods, per- 
sonal effects, etc., the shipper “may” (and not “must”) include 
some live stock, tools, etc. These additional things, of course, 
cannot be included under the “Household Goods” rating. The 
fact that they.may be included with household goods under 
the “Emigrant Movables” rating, does not, in our opinion, oper- 
ate to eliminate the personal effects, furniture, etc., from the 
“Emigrant Movables” list. As to these articles, the description 
is the same under the “Emigrant Movables” and ‘Household 
Goods” ratings, one as specific as the other. 

There is no provision in the emigrant rating that seeds, 
fencing, poultry, live stock, farm wagons, etc., must be added 
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to the shipment in order to secure benefit of that rating to the 
clothing, furniture and personal effects, etc. You have two 
carload ratings on straight or mixed carloads of these articles, 
if none of the “additional” settler’s goods listed in Note 2, item 
1, page 166, are included, and the lower charge is the proper 
one. In case of a carload shipment of this kind, it makes no 
difference whether the emigrant settles on a farm or in an 
apartment house, he is entitled to the lowest of two specific 
rates applicable to the goods which he actually ships. The 
“Household Goods” is a “straight” carload rating; the “Emi- 
grant Movables,” with respect to furniture and personal effects, 
is a “straight” rating; it is also a “mixed” rating in that the 
agricultural articles may be included. 

Demurrage—Cars Held for Surrender of Bill 

Payment of Freight Charges 

Texas.—Question: We shipped from Abilene, Tex., via T. 
& P. R. R., two tank cars cottonseed oil, shipper’s order notify, 
consignee, Fort Worth, Tex., whose industry is loacted on belt 
line who does not collect charges accruing to line carriers. 

Cars arrived in Fort Worth at 10 a. m. July 7, 1927, and 
consignee notified at 11 a. m. same day. We, located at Houston, 
Tex., were delayed in furnishing shipper’s order notify bill of 
lading, which was surrendered by consignee 4 p. m. July 9 and 
car ordered placed 4 p. m. same day. 

T. & P. have charged one day demurrage on each car, for 
July 9, quoting rule 2, item 4, section B, B. T. Jones’ I. C. C, 
1855, stating that 24 hours is only allowed for surrender of bill 
of lading when consignee is not located on their tracks. 

Section B, item 5, rule 3, of same tariff, we believe, covers 
this move, as car was not diverted. 

We would be pleased to have you give us your interpretation 
of this question; also if there has been a decision handed down 
by the Commission on same. 

Answer: In section 2-B, of rule 2, of Agent B. T. Jones’ 
I. C. C. No. 1855, it is provided that 24 hours’ (one day) free 
time will be allowed when cars destined for delivery to or for 
forwarding by a connecting line are held under tariff regula- 
tions for surrender of bill of lading or payment of lawful freight 
charges. 

This provision of the demurrage rule seems to be applicable 
to the shipments in question. However, as to the assessment 
of demurrage under a tariff provision requiring the payment of 
freight charges prior to delivery to a terminal carrier, see the 
Commission’s opinion in Este Co. vs. A. C. L., 34 I. C. C. 469, 
where the shipment is moving under a joint through rate. Sec 
tion B of rule 3 of the demurrage tariff provides the basis for 
computing time, but does not provide what free time is allowed, 
rule 2 being the rule of the demurrage tariff, which states what 
free time will be allowed under given circumstances. 

Bills of Lading—Contract Terms and Conditions 

New York.—Question: Will you advise us whether it is 
absolutely necessary to have the contract forms and conditions 
printed on the back of bills of lading? 

Is it not a fact that the contract terms and conditions of 
a bill of lading represent a law by which the carriers are bound, 
whether printed on the bill of lading or not? Would not a bill 
of lading on which the following words appear, 


of Lading, or 


The following described articles to be forwarded to consignee and 
destination. as given below subject to the terms and conditions of the 
uniform bill of lading prescribed by the Interstate Commerce Com- 
mission and in effect on the date of shipment, 


be legal and binding? 


Answer: A carrier may, in our opinion, insist upon the 
shipper executing the bill of lading in all respects identical with 
the form of bill of lading published in the Consolidated Classifi- 
cation, for, as the Commission states on page 364 of its opinion 
in Domestic Bill of Lading and Live Stock Contract, 64 I. C. C. 
357, certain obvious advantages accrue to the carriers from the 
use of the Uniform Bill of Lading approved by the Commission. 

However, inasmuch as the notation you set forth would 
make the contract terms and conditions published in the tariff 
a part of the bill of lading contract, there should be no objection 
thereto on the part of the carrier, assuming that.the other por- 
tions of the bill of lading conform to the bill of lading provided 
for in the classification. 

Tariff Interpretation—Two-for-One Rule of Classification 

New York.—Question: Will you please let us have your 
opinion on the following? 

A shipper orders a 45-foot car to load a quantity of furniture, 
and the carrier, being unable to furnish the car ordered, furnishes 
two 36-foot cars. One car is loaded to the capacity and contains 
only 9,000 pounds, and the excess is loaded into the second car 
and weighs 5,300 pounds. The less-carload rate on the mer- 
chandise is $1.05 and the carload rate is 93 cents. 

The carrier assessed freight charges as based on rule 34, 
section 3, paragraph B, that is, the minimum on the car fully 
loaded and the actual weight on the excess, whereas, we Col- 
tend that, under the application of Interstate Commerce Com- 
mission Ruling 339, due to the carrier’s inability to furnish car 
ordered, the minimum weight should be protected. The car- 
riers have declined the application of Interstate Commerce Com- 
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A MISSING § 
TARIFF 


can cause a lot of trouble. It may 
be the cause of getting out a car 
today that could have been held 
over until tomorrow to take ad- 
vantage of a reduction. It may 
mean a lost opportunity to hurry 
out a car today to forestall 
tomorrow’s advance. 























And every traffic manager knows 
the delay and grief incident to set- 
tling overcharge and undercharge 
claims resulting from shipping 
under rates that have been revised 
without his knowledge. 


The traffic department in which 


The Traffic Bulletin 


is checked over each week 
is spared these expenses 
and annoyances, for in 
THE TRAFFIC BULLETIN 
is printed a complete list of 
the tariffs filed with the Com- 
mission in the current week. 























Last week’s TRAFFIC BUL- 
LETIN contained over thirty other 
items of almost equal importance 
to the shipper. May we send you 
a copy? 


The Traffic Bulletin 


418 S. Market St. Chicago, Illmois 
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Southern Steamship Company 


OPERATING FAST FREIGHT SERVICE 
BETWEEN 


Philadelphia, Pa., and Houston, Tex. 


SAILINGS: 


From Philadelphia... Wednesdays and Saturdays 


From Houston........ Mondays and Thursdays 
Low Rates Quick Dispatch Thru Package Cars 


GENERAL OFFICES: 
321 Commercial Trust Bldg., PHILADELPHIA, PA. 


Trains leaving Chicago Union Station at conven- 
ient hours for al/J the chief commercial centers 
in the west. Fine trains splendidly equipped (as 
you’d expect on The Burlington)—the most 
modern Pullmans, observation and lounge cars, 
unexcelled dining car service, comfortable coaches 
and reclining chair cars (seats free). 
, Schedules maintained with traditional Burlington 
| reliability. Speed recorders on all locomotives 
assure even, regulated speed, a smooth trip, 
: travel comfort. 


Omaha 
Lincoln 


Minneapolis 
Kansas City 
Denver St. Joseph 
St. Paul California 
Pacific Northwest , 


Information—Reservations—Tickets 


179 WEST JACKSON STREET 
™ Phone Wabash 4600 
=. S.J. Owens, General Agent—Chicago 
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mission Ruling 339, advising that a part of the Conference Rul- 
ing reads: “That the act of a carrier in furnishing two small 
cars in lieu of a larger car ordered by shipper under appropriate 
tariff authority is binding’—that in this particular case the 
tariff is subject to the provisions of the Consolidated Classifica- 
tions, thereby eliminating I. C. C. Ruling 339. 

Will you please advise which contention is correct and also 
if there is a possibility of applying rule 15, section 1, as when 
figured under this method the charges are considerably lower 
than either protecting the minimum weight of the car ordered 
or as assessed by the carrier? 


Answer: Assuming that the provisions of rule 34 of Con- 
solidated Freight Classification No. 4 are applicable to the ship- 
ment in question, under the provisions of section 1 of rule 34, 
charges must be assessed on the shipments in accordance there- 
with. The Commission’s Conference Ruling 339 seems to as- 
sume the presence of tariff provisions under which the rate and 
minimum applicable to the car ordered will be applied when a 
carrier furnishes two small cars in lieu of the larger car ordered 
by a shipper. However, charges must be assessed in accordance 
with the applicable tariff provisions, even though such provi- 
sions do not result in the assessment of charges on the basis 
upon which Conference Ruling No. 339 is predicated. 

However, in Dallas Transfer Co. vs. Southern Pacific Co., 
115 I. C. C. 658, the Commission held that defendants’ two-for- 
one rule was, and for the future would be, unreasonable, in 
that it failed, or may fail, to provide for the assessment of 
charges on the minimum weight provided for the larger car 
ordered, unless the actual weight exceeds such minimum, sub- 
ject only to the proviso that the shipment could have been 
loaded in the car ordered. 

Inasmuch as it appears in this case that rule 34 of the 
Western Classification was the rule which governed the ship- 
ment covered by the Commission’s report in this case, it seems 
apparent that the Commission has found the provision of rule 
34 of the classification as it now reads, that charges be paid 
on the basis of the minimum weight on one of the cars, to be 
unreasonable. 

As to the application of the provisions of section 1 of rule 
15, see Klein-Simpson-Frank Co. vs. Director-General, 98 I. C. C. 
547, and Rockwood Sprinkler Co. vs. Director-General, 73 I. C. C. 
277. In these cases the Commission found that the shipments 
covered thereby were entitled to the less-than-carload rate under 
the provisions of section 1 of rule 15 of the Consolidated Clas- 
sification, which states that the charge for a car fully loaded 
must not exceed the charge for the same lot of freight if taken 
as a.less-than-carload shipment. 

In the Klein-Simpson-Frank Co. case, 98 I. C. C. 547, the 
Commission calls attention to, or rather discusses, the clause 
in section 1 of rule 15, reading: “for a car fully loaded,” seem- 
ingly indicating that the provision of section 1 of rule 15 did 
not apply except as to shipments which fully occupied the car. 
However, in the Rockwood Sprinkler Company case, 73 I. C. C. 
277, there is no discussion of the question as to whefher or not 
the shipment fully occupied the space in the car. 


Tariff Interpretation—Application of Rates from Branch Line 
Points 

Michigan.—Question: ‘We have a transit arrangement on 
lumber at point “A” and among the railroads participating in 
this arrangement is railroad “B,” but the tariff states that 
through rates on railroad “B” will only be protected between 
points “C” to “D,” inclusive, which is a part of railroad ‘“B’s” 
main line. Between points “C” to “D” there are several branch 
lines on which we have had lumber originate and carriers have 
collected freight charges based on combination of locals instead 
of through rates. 

We contend that branch line points are main line points 
for rate-making purposes, and that the through rate should be 
protected from originating point to ultimate destination via the 
transit point. It is our recollection that the Commission has so 
decided in several instances. 

What is your opinion, and can you cite any court decisions 
or Commission rulings covering this? 

Answer: We cannot locate an opinion of the Commission 
which covers a situation such as you outline. However, see 
Roswell Auto Co. vs. A. T. & S. F. Ry. Co., 107 I. C. C. 555. 
Under the findings in this case it is apparent that whether you 
have transit on shipments originating at points on the branch 
lines, is dependent upon the wording of the clause of the tariff 
under which transit is accorded on shipments originating at 
points “C” to “D,” inclusive. 

It is our opinion that the clause “points C to D, inclusive,” 
would not include branch line points. 


LARGE PIPE SHIPMENT 


The A. O. Smith Corporation, of Milwaukee, announces what 
is said to be the largest single shipment of pipe from one manu- 


facturer to one consignee ever made. This shipment, destined 
for use as oil lines in Texas, left Milwaukee by the Chicago, 
Milwaukee & St. Paul in a fleet of four trains comprising 225 
cars. 
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MEN IN TRANSPORTATION 


Supervising the activities of the traffic department. of the 
owner of the largest merchant fleet of vessels in the world is 
the job of F. G. Frieser, director of traffic of the Merchant Fleet 
Corporation. 

The Shipping Board, through its agent, the Fleet Corpora. 
tion, now has in active operation approximately 270 cargo ves- 
sels that call at ports throughout the world. In the fiscal year 
ended June 30, 1927, the cargo ships of the board made ap. 
proximately 1,200 round-trip voyages. The freight revenue from 
these voyages was approximately $63,000,000. All freight rey. 
enue, including revenue from freight carried on passenger ves. 
sels, totalled approximately $70,000,000. 

The fact that the Shipping Board indirectly operates its 
vessels through managing operators, rather than by direct gov- 
ernment operation, makes the duties of the director of traffic 
of a supervisory character. The traffic department, the main 
office of which is in Washington, has port district offices at Bal- 
timore, Boston, Galveston, New Orleans, New York, Norfolk, 


F. G. FRIESER 


Philadelphia, San Francisco Savannah and Seattle. Interior dis- 
trict offices are at Atlanta, Chicago, Cincinnati, Detroit, Kansas 
City, Memphis, Minneapolis, Pittsburgh and St. Louis. The 
department has offices in foreign countries the principal ones 
being at London, Buenos Aires and Manila. 

Maintenance of services, employment of tonnage, solicita- 
tion and booking of cargo, and the establishment of rates come 
under the jurisdiction of the director of traffic. In touch with 
cargo requirements at the ports served by Shipping Board lines, 
the director recommends the assignment or withdrawal of ton- 
nage according to trade conditions. He coordinates the work 
of the traffic department and managing agents in the general 
handling of traffic matters. 

Through the interior district offices, the director and his 
organization co-operate with the managing operators in the 
solicitation of business for Shipping Board lines. In this work 
contact is established with shippers, the railroads, field repre- 
sentatives of the Department of Commerce, commercial organi- 
zations and others interested in foreign trade. 

Twenty-six cargo lines of the board are now in operation 
between ports of the United States and foreign ports. In 
addition, the United States Lines operates a passenger, mail 
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Laredo to Mexico City . . . 53 Hours 
Eagle Pass to Mexico City . . 67 Hours 
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RAILWAYS 


GHIPMENTS under through bills of lading 
are moved across the border with utmost 
expediency; movement to final destination is 
resumed without delay, once shipments are 
cleared through customs house. 


Customs Agencies 


The National Railways of Mexico maintain official cus- 
toms agencies at El Paso, Eagle Pass, Laredo and Browns- 
ville, Texas, which are fully equipped to handle all 
shipments. The employment ofthese agencies affords 
many advantages, particularly in billing all customs and 
incidental charges including importation duties to be 
collected at destination. 


Fast Freight Service 


Allimport freight receives prompt and careful attention; 
is forwarded to destination on daily fast freight trains. 


For Complete Information 
Communicate with 


F. P. De-Hoyos, Gen. Agt. G. B. Aleman, Gen. Agt. 
1515 Penn Bldg. 2195 Ry. Exch. Bldg. 
New York City St. Louis, Mo. 


A. Horcasitas, Com. Agt. 
414 Whitney Bank Bldg. 
New Orleans, La. 


F. N. Puente, Gen. ag 
441 Monadnock Bldg. 
San Francisco, Calif. 


H. E. Chenoweth, Com. Agent 
M: ette Building 
cago, Ill. 


El Paso to Mexico City . . . 107 Hours 
Brownsville to Mexico City . 69 Hours 


OF MEXICO 





HOUSTON, TEXAS 





The opening of this Terminal marks the completion of 
the largest and most up-to-date dry and cold storage ware- 
house in the entire South, located on the upper channel in 
the heart of the wholesale jobbing district, within three 
blocks of the retail business district, and within two blocks 
of the principal railroad freight terminals. 

The building contains 300,000 square feet of dry stor- 
age, 750,000 cubic feet of cold storage, sprinklers through- 
out, lowest insurance rates, well lighted office and desk 


* S22 Houston Terminal Warehouse & Cold Storage Co. 


space available, 18 car spot, with barge service from 
shipside to its doors. 

Financing on our warehouse receipts can be arranged 
if desired. 

Seventeen railroads and 52 steamship lines make it the 
logical point of distribution for the entire southwest. 

We invite inquiries relative to your warehousing and 
distribution problems, and the special advantages offered 
by Houston. 











































H. B. PLUMMER 
Gen’! Manager 
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and freight service between New York and England, France 
and Germany. 

Mr. Frieser’s traffic experience dates back more than twenty 
years. In 1907, he was foreign freight agent of the Gould sys- 
tem lines, including the Missouri Pacific, Denver & Rio Grande, 
Wabash, International & Great Northern, and the Texas & Pa- 
cific, with offices at St. Louis and Chicago. He went to Mon- 
treal in 1911 as export freight agent of the Canadian Pacific, 
in charge of export business handled by the company’s trans- 
Atlantic steamship services. He had been with the same or- 
ganization prior to 1907 as assistant foreign freight agent, in 
charge of business in the United States. 

In 1915, as the result of conditions produced by the World 
War, Mr. Freiser was sent to New York by the Canadian Pa- 
cific as foreign freight agent in charge of all foreign business— 
trans-Atlantic and trans-Pacific—of that system. He supervised 
the handling of large cargoes via Vancouver, under contracts 
with the British and Russian governments. 

When the Shipping Board effected a reorganization of the 
Fleet Corporation at the beginning of the administration of the 
late President Harding in 1921, Mr. Frieser came to the Fleet 
Corporation at the request of William J. Love, vice-president in 
charge of traffic of the corporation at that time. He became 
traffic manager in 1923. Following the resignation of W. B. 
Keene as vice-president in charge of traffic and a reorganization 
of the Fleet Corporation, Mr. Frieser was made director of 
traffic January 1, 1926. He is also a trustee of the Fleet Cor- 
poration.—S. H. S. 


ALLEGHENY ADVISORY BOARD 


Business in the territory of the Allegheny Regional Ad- 
visory Board will show a decrease of approximately five per 
cent the last quarter of this year, as compared with the same 
period last year, according to the commodity committee reports 
at the third regular meeting of the board at Clarksburg, W. Va., 
September 28. A summary of the reports follows: 


1. Basic materials entering into building construction lead in 
optimism, cement, brick and clay products, and lime and plaster, com- 
bined, expecting an increase of 30 per cent. 

2. Agricultural products and livestock also are cheerful of e. 


pects, estimating their total carloads to exceed last year’s by 9 per 
cent. 

3. Petroleum and products, an important factor in the industrial 
life of this territory, join in the optimism, forecasting an increase of 
7 per cent in their carloadings—probably due to the increasing use 
of oil as domestic and industrial fuel and the normal increase in con- 
sumption of gasoline by pleasure and commercial vehicles. 

4. Paper and paper products expect an increase of 4 per cent. 

5. Chemicals and explosives estimate an increase of 7 per cent. 

6. Producers of canned goods forecast an increase of 13 per cent. 

7. The iron and steel industry estimates a decrease of 5 per cent 
in their carloadings. 


8. Coal and coke join in the pessimism by forecasting a decrease 
of 7 per cent. 


9. Forest products, such as mine props and pit posts, etc., estimate 
a decrease of 5 per cent. 
10. The producers of sand, stone, gravel, 


and slag, expect a de- 
crease of 8 per cent. 


According to the banking committee’s report, the financial 
situation remains generally fair as compared with last year, 
clearings, deposits, and savings, on the whole, reflecting an 
increaese. These facts, together with the satisfactory liquida- 
tions, would indicate a sound financial condition, it was said. 

One of the features of the commodity committee reports 
was the favorable comment regarding transportation service 
and car supply furnished by the railroads since the last meeting 
of the board. 

The individual railroad reports reflected favorable conditions 
obtaining throughout their systems and at terminals, with every 
indication that an ample car supply will be furnished to meet 
shippers’ requirements the rest of this year. 

Since its inception, the board has been active in an attempt 
to find some solution for the unclean car problem. A motion 
was presented to the meeting and unanimously carried that the 
question be referred to the other boards, inquiring if they believe 
it will be practicable for carriers to assess charges against 
shippers who do not properly unload, leaving a clean car. It 
was suggested that a committee might be composed from mem- 
bers from each of the boards to work out the problem. 


NEW ENGLAND ADVISORY BOARD 


Business in the territory of the New England Shippers’ Ad- 
visory Board will be about the same the last three months of 
this year as in the same months last year, according to the 
reports of the commodity committees at the seventh regular 
meeting at Burlington, Vt., September 23. General Chairman 
Garcelon was in charge and there was an attendance of about 
400 shippers and railroad representatives. 

Harry G. Taylor, manager, public relations section, American 
Railway Association, spoke on “Transportation Problems and 
Their Relations with Shippers.” W. C. Kendall surveyed trans- 
portation conditions throughout the country generally, and dis- 
cussed problems of the American Railway Association. 

At a banquet given for members of the board by the 


THE TRAFFIC WORLD 


Burlington Chamber of Commerce the evening of September 2 
E. C. Smith, president of the Central Vermont, outlined th 
history of railroad construction, with special detail as to Ve 
mont. Sir Henry W. Thornton, president of the Canadian Ny, 
tional, briefly discussed the reasons for the government owne,. 
ship of the Canadian National and the necessity of protectig, 
for northern gateway rates and routes. 

A summary of the reports of the commodity committees 
comparing the last three months of this year with the sam 
period of 1926 follows: 


Increase 


’ : . Decreag 
Automobile and accessories..........+.. No Change 


- Brass, bronze and COpPper......cseccccee 


2 
TIRE, ecsecccicccecscceceses, 10% " 
Building and monumental stone......... 10% 
EE asd oldies dlaleieats'x: se el< aid ce selva weiewe-oo > 
Se IIE oo ho sche cvecemesocewuns No Change 
BRE ERR Sree rey ene No Change 
NE IRIN. ilu ors xn 0 asaieia.o'b Wee aia Ere Ae 
SES ener reer re No Change 
IRR cla 6 0.6 4ibs- 0 0.sidn 0 en iereedlons No Change 
CIEE otc Sa.cce suwiee sso agnewecoese 4% 
IED, <oxavara: bhbaveasata. shoo binyo Sadia eee diwee No Change 
Cotton and cotton products...........+. No Change 
eer ere 2% 
Electrical machinery and appliances... No Change 
OU ainicie- gers: <0 <leidie deca anew eaniewaia Slight 
IE © baie k.clow ale doo Ge ewan Koewe stele No Change 
IEE, a.cccin win saline Wi Seb emaeweesoaies No Change 


EE TE Ae CET No Change 
a ee eer ey 5 


Slight 


Slight 


Slight 





ee ee ee ey 


Slight 
Lime 
pe Se EE POR 10% 

Lumber and forest products...........+. No Change 
MONEE 5-5: scks,s2-<ctie-5 0.000 o oisie ha ave.s'e whim ab 10% 

Miscellaneous manufactures ............ 


Slight 
Musical instruments 





Packing house products we 
De aa ee erro 

POtCFOIGUM PTOGUCES ....0.cccvccsccoceces 
ern Taner er 

Pumps, tanks and boilers. .....ccccorcses 
ere 5% 

RUBDSE PTOGUCE ..cccccssccecrcevsesieee No Change 
I IE 6. giao ieata cbs ei Gears eal ame wade 10% 
IEEE. on 5. 0h. urate oie Sinton ¥ eGhbreceie sib a Minter 

II, =o ciavG/ chasehsiaie di daha wee ae Wen Said ewe 

SOAP ANA SOAP PLOAUCES. 2.0... ccccceceseve No Change 
RR ELE IEEE Oe Slight 
VAIVGS GHG Valve Bttings......06ccvcccece 
RE ee ee en oe nt 5% 
Wire goods 
TNE SID 5's wie aie-0-0 4. viei sree cngecsiee eee Slight 
reer re re Slight 


SOUTHWEST ADVISORY BOARD 


Reports of commodity committees at the quarterly meeting 
of the Southwest Shippers’ Advisory Board at Beaumont, Texas, 
September 22, indicated a decrease of 4.7 per cent in total esti- 
mated carload shipments for the fourth quarter of this year, 
as compared with the same period in 1926. 

The commodities of which shipments are expected to be less 
than last year are: grain 50 per cent, mill products 10 per cent, 
cotton 25 per cent, cottonseed and products 25 per cent, fresh 
fruits 10 per cent, ore and concentrates 10 per cent, petroleum 
and products 5 per cent, and vegetable oils 20 per cent. 

Increases are expected in shipments of: hay and straw 10 
per cent, potatoes 5 per cent, livestock 20 per cent, gravel, sand 
and stone 12 per cent, lumber and forest products 15 per cent, 
sugar, molasses and syrup 10 per cent, iron and steel 5 per 
cent, castings, machinery and boilers 5 per cent, cement 8 per 
cent, brick and clay products 5 per cent, lime and plaster 10 per 
cent, agricultural implements and vehicles 30 per cent, paper and 
printed matter 20 per cent, salt 8 per cent, canned goods 5 per 
cent and miscellaneous 10 per cent. 

Shipments of coal and coke, citrus fruits, fresh vegetables, 
automobiles and trucks, fertilizers and chemicals are expected 
to approximate shipments of those commodities last year. 

Decreases in grain, mill products, cotton, cottonseed products 
and vegetable oils will be due to the short grain and cotton 
crops in the southwest this season. Shipments of gasoline and 
refined oils are expected to be slightly greater than last year 
but an appreciable reduction in crude shipments is expected, due 
to extension of pipe lines into heavy production territory. 

Although a decrease was forecast in the total tonnage 
originating in southwest territory for the last quarter of the 
year, there was a tone of optimism with respect to the general 
business outlook, as the result of the substantial increase in the 
price of cotton, the major farm crop of the southwest. Harry 
Williams, manager of the Texas Farm Bureau Cotton Associa- 
tion, said that more than 62 per cent of the cotton last year sold 
for a price of eleven cents a pound, while this year, with a crop 
estimated at only 70 per cent of last year’s production, cotton 
farmers have received more money for what they have ginned 
thus far this season than they received for their total ‘crop last 
year. 


L. B. Gough, president of the Texas Grain Dealers’ Associa- 
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tion, gave an outline of the farm situation, contrasting the 
economic conditions as between urban and rural life. Short ad- 
dresses were made by W. E. Lee, president, Association of Com- 
merce, Lake Charles; Shelby Wiggins, director of Port of Beau- 
mont, and A. G. T. Moore, traffic manager, Southern Pine Asso- 
ciation, New Orleans. Mr. Moore has been general chairman 
of the board since its organization nearly five years ago. He gave 
a brief outline of the benefits that have come to both shippers 
and carriers through the contracts set up in these boards. 

Other short addresses were made by H. R. Safford, executive 
vice-president, Missouri Pacific; H. M. Lull, executive vice-presi- 
dent, Southern Pacific; and J. A. Somerville, vice-president, 
Texas and Pacific. 

L. M. Betts, of the car service division, American Railway 
Association, Washington, gave a brief review of the activities 
of other advisory boards and a digest of transportation condi- 
tions. The car supply, he said, appeared to be fully adequate and 
car locations were sufficiently satisfactory to meet any prospec- 
tive demand the rest of the year. The importance of heavier car 
loading was discussed with a view to avoiding transportation 
waste when car capacity is not utilized to the extent that is 
practicable. A part of this discussion was the reading of a 
pamphlet issued recently by Anderson Clayton and Company, 
cotton factors of the southwest, giving a list of prizes and con- 
ditions of award offered to ACCO Presses in the territory making 
the best records this season in car loading efficiency. Nine 
prizes are offered, ranging from $500 to $50 and totaling $1,425. 

Total registrations were 468, a record for this board. The 
board voted unanimously for a joint meeting with the southeast 
board at New Orleans in February. There will be no meeting 
of the southwest board in the meantime. 


FREIGHT TRAFFIC OFFICERS MEET 


If traffic departments of the railroads and the railroad traffic 
men are to retain their prerogative of making rates and pre- 
scribing relationships they must show a new initiative and 
courage and back their efforts with conviction and intelligent 
study, according to Luther M. Walter, speaking at a banquet 
of the American Association of Freight Traffic Officers, at Chi- 
cago, September 29, following the annual meeting of that 
organization. 

He contrasted the traffic man of today with the traffic man of 
twenty-five years ago, comparing his duties and powers and the 
way he met them. He said that twenty-five years ago the aver- 
age traffic man took the initiative in seeing that his customers, 
the shippers along his line, were enabled to do the maximum 
business they were equipped for, that he was jealous of that 
sHipper’s welfare and vigorous in his preservation of it. As 
against that, he said, the increase in federal and other regulation 
had resulted too much in the development of a disposition on 
the part of the traffic official to “sit tight” and wait until some- 
thing happened before he took action. There was too little cour- 
age and too little vision in the activities of most traffic depart- 
ments, he said. 

He referred to the fact that the Commission has prescribed 
or is in the process of prescribing rates covering the South, 
Southwest, Trunk Line, and Western Trunk Line territories 
that, generally speaking, are on a mileage basis, making distance 
the sole arbiter of adjustments. The railroad traffic man was 
directly responsible for that, he said; they had themselves to 
blame. He said he believed it of the highest importance that 
the railroads spare no effort to solve their problems. As a 
result of the disposition on the part of the Commission to make 
rates on a mileage basis, he said, enormous changes in the 
business industries of the country would be made—business 
would be taken from one locality and given to another. He 
said he did not think the average railroad traffic department 
had men enough or time enough to prepare its cases—that there 
was a tendency to stint them as to equipment and allowances. 

Referring to railroad consolidations, he said many of 
them were proposed and’ devised by bankers that they might 
make a profit, without consideration of whether the work of 
the men who built the roads and were responsible for the com- 
petitive relations and vital principles of operation they put 
into them would be preserved. He said he thought one of the 
important issues the Commission should weigh in its disposition 
of proposed consolidations was the effect they would have on 
the traffic men. The morale of the men, the human elements 
depending on contacts, public good will, and such matters, he 
said, were of vital importance. 

A further problem of the traffic man discussed was the neces- 
sity for devising some means of educating the legislator. He 
must be taught the necessity for fair play and hands off in 
rate adjustments, he said. 

At the business meeting officers were elected. Visiting 
members were guests of the Chicago Traffic Club at La Grange 
Country Club, where golf was played, September 30. 

The new officers are as follows: President, Archibald Fries, 
vice president, B. & O.; first vice president, Charles Barham, 
chairman, Southern Freight Association; second vice president, 
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E. R. Oliver, vice president, Southern Railway; third vice preg. 
dent, G. H. Ingals, vice president, N. Y. C.; fourth vice preg. 
dent, Charles R. Fay, traffic manager, Southern Pacific, New 
Orleans; executive committee—E. P. Vernia, vice president, 
Monon; F. W. Robinson, freight traffic manager, U. P., Omaha; 
J. L. Eysmans, vice president, Pennsylvania; A. F. Cleveland, 
assistant freight traffic manager, C. & N. W., Chicago; C. 
Stinson, freight traffic manager, Wabash, St. Louis; George y, 
Wood, traffic manager, N. Y. N. H. & H., New York. Jack D, 
Gowin was re-elected secretary and treasurer. 


DOINGS OF THE TRAFFIC CLUBS 


The Traffic Club of Minneapolis held its first Thursday 
meeting of the season at the Nicolett Hotel September 29. John 
F. McGovern reviewed “The Battle of the Century,” giving his 
contribution to the controversy as to the winner in the late 
business imbroglio between Messrs. Dempsey and Tunney. 





The Transportation Club of Peoria has selected W. P. 
Kromphardt, general agent, Erie, and E. F. Stock, traffic man. 
ager, P. & P. U., as delegates to the meeting of the Associated 
Traffic Clubs of America at Richmond, and the following alter. 
nates: J. J. Stevens, Illinois Central, and S. Russell, Penn. 
sylvania. 





Walter D. May, president of the Traffic Club of Memphis, 
will be the delegate from that organization to the meeting of 
the Associated Traffic Clubs of America at Richmond. B. Ff, 
McCamey, district manager, Southern Hardwood Traffic Associ- 
ation, has been appointed alternate. The first of the weekly 
luncheons, which was originally scheduled for October 3, has 
been postponed until October 10, because of the scheduled ar- 
rival of Col. Charles A. Lindbergh in the city on the former date, 
The luncheon will be held at the Hotel Gayoso and will be “in 
honor of the ladies,” in accordance with the club’s custom. A 
membership campaign is in progress, which will end at the time 
of the regular election. Prizes will be awarded the two menm.- 
bers signing up the most new members. 





The Transportation Club of Louisville will hold a meeting 
at the plant of Ballard and Ballard Company, preceded by a 
cafeteria dinner, October 18. 
speakers and entertainment. 





The Traffic Club of Chicago held a golf tournament at the 
La Grange Country Club September 30. Luncheon and dinner 
were served. 





The Traffic Club of Tulsa was host to the members of the 
Trans-Missouri-Kansas Shippers’ Advisory Board at a luncheon 
September 20, on which day the board was in session there. 
C. E. Perkins, vice-president, Missouri Pacific, St. Louis, spoke 
at the luncheon. F. F. Robinson, general agent, Union Pacific, 
Tulsa, was in charge of entertainment and W. W. Stumph, 
president of the club, presided. 





The Traffic Club of New England will give a “Ladies’ 
Night” at the Copley-Plaza Hotel October 18. An elaborate 
program of entertainment is planned. 





The Transportation Club of St. Paul held a meeting at the 
Saint Paul Hotel September 27. Curtis L. Mosher, secretary 
of the board of directors, Ninth District Federal Reserve Bank, 
spoke on “Conditions in Northwest and Work of Federal Re- 
serve Bank.” Entertainment was furnished by the “Northern 
Pacific Girl Entertainers.” 





The Traffic Club of Kansas City held a meeting at the 
Hotel Baltimore September 27. Brice M. Mace, Jr., district 
manager, U. S. Department of Commerce, bureau of foreign 
and domestic service, spoke on “You and the Department of 
Commerce.” The club was also host to Reginald Davidson, 
British vice-consul; John C. Koster, consul of the Netherlands; 
L. Lopez Montero, consul for Mexico; Florencio Guerra, Cuban 
consul; and H. J. Wilde, vice-consul of Germany. The resolu- 
tion of the Associated Traffic Clubs of America pertaining to 
industrial waste was approved. 





The Traffic Club of Baltimore will hold its monthly meet- 
ing at the Rennert Hotel October 4. Included in the business 
to come up at that time is consideration of a proposed amend- 
ment to the constitution. The club was asked to co-operate in 
the decoration of the city between September 24 and October 
8, in honor of the B. & O. “Fair of the Iron Horse.” 





President Barnett of the Traffic Club of New Orleans has 
appointed a nominating committee as follows: Bailey M. Clark 
(chairman), J. S. Houston, R. J. Fine, H. W. Bechtell, and 
C. W. Brosius. The committee has made the following nomina- 
tions: President, W. J. Bennett, assistant freight traffic man- 
ager, United Fruit Company; first vice-president, J. W. Elizardi, 


There will be a program of¥# 
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district freight agent, American Sugar Refining Company; sec- 
ond vice-president, A. J. Chapman, foreign freight agent, Illinois 
Central; third vice-president, W. H. DeFrance, superintendent of 
docks, Board of Commissioners, Port of New Orleans; secre- 
tary, E. C. Marks, commercial agent, L. & N.; treasurer, B. M. 
Johnston, assistant traffic manager, Fruit Dispatch Company; 
directors, W. C. Ermon, president, Equitable Homestead, Asso- 
ciation; J. L. Hogan, general agent, Texas and Pacific; Carl 
Giessow, general manager, New Orleans Joint Traffic Bureau; 
and E. W. Owen, assistant secretary, Southern Cypress Manu- 
facturers’ Association and traffic manager, Louisiana Red 
Cypress Company. 





The Traffic Club of New York Bowling League will open its 
season at Dwyers Bowling Academy October 3. Arrangements 
have been made for ten alleys every Monday night from Octo- 
ber 3 to April 26. The membership in the league now includes 
50 men, comprising ten teams. 





The Traffic Club of Wichita held a meeting at the Wichita 
Club September 27. H. W. Foght, president of the University 
of Wichita, was the speaker. A “chicken spread” will be given 
October 20. 





The Junior Traffic Club of Chicago will hold its Fall Din- 
ner Meeting in the Chicago Traffic Club dining room at the 
Palmer House October 6. W. C. Cowling, director of traffic, 
Ford Motor Company, Detroit, will speak on “Consolidation or 
Co-ordination—Which?” Tom Wolfe, traffic manager, National 
Air Transport, Inc., will speak on “Today and Tomorrow.” 
Other entertainment will also be provided. 





The Richmond Traffic Club has appointed T. A. Bossley, 
traffic manager, Virginia Carolina Chemical Company, and Wil- 
liam Fitzgerald, general freight agent, C. & O., as delegate to 
the meeting of the Associated Traffic Clubs of America in that 
city, and the following alternates: L. Ivy, Otis Elevator Com- 
pany; H. R. VanDenbergh, American Railway Express Com- 
pany; G. H. Alfriend, Virginia Carolina Chemical Company; 
W. P. Taylor, Richmond, Fredericksburg and Potomac; E.*Fask- 
ler, Warner-Moore Milling Company. 





The Pacific Traffic Association will hold its next meeting 
at the Palace Hotel, San Francisco, October 4. 





The date of the annual banquet of the Transportation Club 
of Evansville has been changed from October 19 to October 26. 





Personal Notes 





se 

Q. A. Kellogg has been appointed general livestock agent, 
D. & R. G., at Denver, succeeding J. R. Mahon, who died. 

Harry A. Davis has been appointed traveling freight and 
passenger agent, Baltimore and Philadelphia Steamboat Com- 
pany, succeeding W. M. Burnham, promoted. 

W. J. L. Banham, general traffic manager, Otis Elevator 
Company, and president of the New York Board of Trade and 
Transportation, will address the opening session of the “traffic 
management class” of the West Side Branch of the Young 
Men’s Christian Association, New York. Charles F. Waldon, 
traffic specialist and instructor, will explain the course and 
answer questions. 

Eugene W. Vail has been appointed assistant general 
freight agent, Erie, at Cincinnati, succeeding C. P. Morse, 
retired. 

John J. Grogan has been appointed assistant traffic man- 
ager, Western Pacific, at Chicago. 

T. R. Hudd, formerly assistant general freight agent, Uni- 
versal Carloading and Distributing Company, has been appointed 
general freight agent, western division, at Chicago; L. J. Hoefle, 
formerly general agent, has been appointed assistant general 
freight agent, at Chicago, in charge of solicitation. H. C. 
Rausch, formerly commercial agent, has been appointed gen- 
eral agent, at Chicago. 

Daniel Willard, president, B. & O., will be the guest of 
honor and speaker at a transportation luncheon at the Palmer 
House, Chicago, October 13, on the occasion of the annual meet- 
ing of the Illinois Chamber of Commerce. The Red Arrow 
Quartette of the Pennsylvania will furnish entertainment. 

E. T. Jeffery, a former president of the Illinois Central and 
of the D. & R. G., died in New York September 24. He was 84 
years old. 

George H. Young has been elected vice-president of the 
Port Huron and Detroit. James E. Duffy, Jr., has been elected 
secretary and general attorney, succeeding R. H. Neilson, re- 
signed to accept service with another company. 
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C. H. Witt has been appointed general agent, C. C. C, 4 
St. L. and E. I. & T. H., at Terre Haute, succeeding D, y 
Jones, promoted. 


DAILY NON-STOP TRAIN RECORD 


Great Britain has long cherished the pride of holding thy 
world’s railway record for the longest non-stop run. The presen; 
daily record is one of three hundred miles, held by the Londq 
Midland and Scottish Railways’ train “The Royal Scott,” whic, 
runs between London (Euston Station) and Glasgow-Edinburgh, 
and vice versa, with one voluntary stop at Carlisle, where the 
train is divided on forward trip and united on return trip, 
Hitherto the world’s longest daily record was one of two hu. 
dred twenty-five and a half miles, between London and Plymouth, 
The longest non-stop run on the continent of Europe is made by 
the Paris to Brussels express, one hundred ninety-three miles, 
and in America by the “Twentieth Century,’ between Buffalo 
and Cleveland, one hundred eighty-nine miles. “The Royal 
Scott” makes the journey of three hundred miles to Carlisle at 
an average speed of fifty-seven miles an hour. Hitherto “The 
Royal Scott” held the daily record with a two hundred thirty. 
six mile run to Carnforth, but Carlisle, sixty-four miles further 
north and the border city of England and Scotland, and inci. 
dentally the ancestral home of the late President Wilson, provej 
the logical divisional point. 


PARCEL POST BY AIR 

The Post Office Department has under consideration the 
fixing of special rates for transportation of parcel post packages 
by the air mail contractors. W. Irving Glover, second assistant 
Postmaster General said, September 29, nothing definite had 
been decided, however. A conference may be arranged with the 
air mail contractors to discuss the matter. Parcels may be sent 
by air mail now but the regular air mail postage must be paid. 
If the air mail contractors were willing to carry parcel post 
packages as such, Mr. Glover said, rates and regulations govern 
ing size and weight of parcel post packages to be shipped by air 
would be adopted. ° 


ATLANTA TIME ZONE 


The Atlanta Chamber of Commerce, the Atlanta Clearing 
House Association, the Atlanta Traffic Club and the Atlanta 
Forward Commission, of Atlanta, Ga., have filed a petition with 
the Commission in the Central Standard Time Zone Investiga- 
tion, asking that Atlanta, at present zoned for central standard 
time, be included in the eastern time zone. The petitioners said 
that the line that divided Atlanta from the eastern time was 
just east of the city and that trains leaving Atlanta for northern, 
eastern and southeastern points changed to eastern time im- 
mediately after leaving Atlanta. 

“Your petitioners show,” said the applicants, “that Atlanta 
is southeastern headquarters for most concerns engaged in 
nation-wide business; that these concerns have warehouses, 
factories and offices serving the southeastern territory; that the 
nature of this business requires constant contact with the home 
offices of these companies and sources of supply; that the finan- 
cial centers in the east lie in the eastern time zone and that 
most of Atlanta’s business with the public is 'with persons and 
concerns located east, northeast and southeast of Atlanta, and 
which have eastern standard time.” 


LUMBER SHIPMENTS 


According to reports from 351 of the major softwood lum- 
ber mills of the country, received by the National Lumber 
Manufacturers’ Association, for the week ended September 24, 
the volume of new business was almost the same as a year ago, 
and shipments and production somewhat more. Compared with 
the preceding week, softwood production was about the same, 
shipments increased slightly and new business fell off about 
eight per cent. 


Reports from 140 of the chief hardwood operations, when 
compared with reports from 123 mills for the week earlier, 
showed increases in all three factors. In comparison with re 
ports for a year ago, when 145 mills reported, production was 
about the same and considerable decreases in shipments and 
new business, particularly heavy in the latter. 

The following table compares the lumber movement, as re 
flected by the reporting mills of seven softwood, and two hard- 
wood, regional associations, for the three weeks indicated; 
000’s omitted: 


Corresponding Preceding Wk., 

Past Week Week, 1926 1927 (Revised) 

Soft- Hard Soft- Hard- Soft- Hard- 

wood wood wood wood wood wood 

eee 336 140 339 145 336 123 

Production . -244,194 21,654 234,954 21,916 247,024 19,484 

Shipments .....234,761 20,792 234,307 23,398 231,660 18,660 
Orders (New 

BUG) <.scs< 221,683 19,708 230,585 29,359 241,921 19,122 
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Digest of New Complaints 


No. 18970. Sub. No. 4. Black, Sivalls & Bryson, Inc., et al., Bartles- 
ville, Okla., vs. Alton & Eastern et al. 

Rates in violation of the first three sections of the act, on iron 
and steel articles from St. Louis, Mo., East St. Louis, South 
Chicago, Federal, Alton, and Madison, Ill., Gary and Indiana Har- 
bor, Ind., Cleveland, New Boston, Portsmouth and Youngstown, 
O., Nor’. Tonawanda, N. Y., Milwaukee, Wis., and Kansas City, 
Mo., ic points in Kansas when fabricated at Kansas City, Mo., 
or Topeka, Kans. Asks rates for future and reparation. 

No. —— Sub. No. 1. Swift & Co. et al., Chicago, Ill., vs. B. & O. 
et al. 

Unreasonable rates or charges on fresh meat, carloads, or in 
mixed carloads with packing house products, from North Fort 
Worth, Tex., St. Louis, Mo., East St. Louis, Ill., Des Moines, Ia., 
and Denver, Colo., to various destinations in Eastern Trunk Line 
and New England territories. Asks reparation of $100,000. 

No. 19961. Sub. No. 1. F. A. Reid, Phoenix, Ariz., vs. Santa Fe et al. 

Rates and/or charges in violation of first two sections of the 
act, on feeder sheep from Winslow, Ariz., to Nelson, Calif. Asks 
rates for future and reparation. 

No. 20028. Fulton Bag & Cotton Mills, New Orleans, La., vs. Texas 
& Pacific et al. 

Rates in violation of sections 1 and 4 of the act, on burlap bags 
oe New Orleans, La., to Durant and Madill, Okla. Asks rep- 
aration. 

No. 20022. Mayer & Co., Washington, D. C., vs. Long Island et al. 

Unreasonable charges on wood frame upholstered sofas from 
Long Island City, N. Y., to Washington, . C. Asks minimum 
weight for future and reparation. 

No. 20023. American Cellulose & Chemical Mfg. Co., Ltd., New York, 
vs. Pennsylvania et al. 

Rates in violation of sections 1 and 4 of the act, on sand and 
gravel from Millville, N. J., to Amcelle, Md. Asks rates for 
future and reparation. 

No. 20024. Western Carolina Shippers’ Assn. et al., Asheville, N. C., 
vs. Southern. 

Rates in violation of sections 1 and 3 of the act, on fuel oil 
from Charleston, S. C., to Biltmore, N. C. Asks reparation. 

No. 20025. The Texas Co., New York, N. Y., vs. L. & N. et al. 

Rates and charges in violation of sections 1 and 4 of the act, 
on gasoline and kerosene from Lexington, Ky., to Gate City, Va. 
Asks reparation. 
on . Hammond Motor Co., Mobile & 

O. 

Rates and charges in violation of sections 1 and 6 of the act, 
on automobiles from Detroit, Mich., to Birmingham, Ala. Asks 
cease and desist order and reparation. 

No. 20026. Sub. No. 1. Same et al. vs. Illinois Central. 

. Same complaint and prayer as to shipments of automobiles from 

various points to Birmingham. 


No. eneaa Trinidad Bean & Elevator Co., Trinidad, Colo., vs. 


No. Birmingham, Ala., vs. 


‘Unreasonable rates on dried edible beans from points in Wyom- 
ing to Missouri River points, points taking the same rates or 
based differentially thereon. Asks rates for future. 


No. 20029. Thilmany Pulp & Paper Co. et al., Kaukauna, Wis., vs. 
Lake Superior & Ishpeming et al. 

Unreasonable rates on, pulp wood from Mack, Mich., to Kau- 
kauna, Wis. Asks order directing defendants to waive collection 
of charges in excess of through rate of 8.3 cents. 

No. 20030. The International Nickel Co., Huntington, W. Va., 
Pennsylvania et al. 

Rates in violation of first four sections of the act, on monel 
metal scrap from Newark and Harrison, N. J., to Huntington, 
W. Va. Asks rates for future and reparation. 

No. a. ~ aaa (Tenn.) Freight Bureau et al. vs. Missouri Pa- 
cific et al. 

Rates in violation of sections 1 and 3 of the act, on carbon 
black from Monroe and other Louisiana points to Knoxville, Tenn. 
Asks rates for future and reparation. 

No. 20032. Loose-Wiles Biscuit Co., Long Island City, N. Y.. vs. Minne- 
apolis & St. Louis et al. 

Unreasonable rates on fibre board paper boxes, k. d. flat, cor- 
rugated and not corrugated, carloads, from Monroe, Mich., to 
Minneapolis, Minn. Asks rates for future and reparation. : 

No. 20033. Lone Star Gas Co., Dallas, Tex., vs. Alton & Southern et al. 

Unreasonable rates on wrought iron pipe from Wheeling, W. Va., 
originally consigned to Terrell, Tex., diverted to Chillicothe, Tex., 
and then diverted to Vernon, Tex. Asks reparation. 

No. 20034. Lone Star Gas Co., Dallas, Tex., vs. B. R. & P. et al. 

Unreasonable rates on pipe couplings from Bradford, Pa., to 
Wellington, Tex., diverted to Shamrock, Tex. Asks reparation. 

No. 20035. Ladd Lime & Stone Co., Atlanta, Ga., vs. Seaboard Air 
Line et al. 
Rates in violation of sections 1, 3 and 4 of the act, on lime from 


Vs. 


Ladds, Ga., to Guntersville, Ala. Asks rates for future and 
reparation. 
No. 20036. Leake & Goodlet et al., Tupelo, Miss., vs. Alabama Great 


Southern et al. 

Rates in violation of sections 1 and 6 of the act, on yellow pine 

lumber from Kilmichael, Miss., to Louisville, Ky. Asks reparation. 
No. 20037. Raleigh Savings Bank & Trust Co., trustees for Austin- 
Stephenson Co., Smithfield, N. C., vs. Atlantic Coast Line et al. 

Illegal rates on cotton from Four Oaks, N. C., to Greenville, 
S. C., and from Smithfield, N. C., to Greenville, S. C. Asks 
reparation. 

No, 20038. Hall Lumber Co., Atlanta, Ga., vs. L. & N. et al. 

Unreasonable and inapplicable charges on lumber from Brew- 
ton, Ala., to Toccoa, Ga. Asks reparation. 

No. 20039. National Mortar & Supply Co., Pittsburgh, Pa., vs. Ann 
Arbor et al. 

Rates in violation of sections 1, 3 and 13 of the act, on agri- 
cultural limestone from Gibsonburg, O., to points in Michigan. 
Asks rates and minimum weights for future and reparation. 

No. 20040. A. G. Johns, trustee in bankruptcy of estates of E. Y. 
Foley and E. Y. Foley, Inc., Fresno, Calif., vs. Lehigh Valley et al. 

Illegal rates on fresh grapes from Gilroy, Calif., to Jersey City, 
N. J., diverted to New Haven, Conn. Asks reparation. 

No. 20041. Florida Power & Light Co. et al, Miami, Fla., vs. Atlantic 
Coast Line et al. 

Illegal rates on electric generators, motors, traveling cranes and 

other electrical machinery and machines and parts thereof be- 
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tween points in the United States and points in Florida. Asks 
reparation. . 
No. 20042. H. C. Atkins Mfg. Co., St. Louis, Mo., vs. Wabash et al, 

Illegal charges on iron pipe fittings from Ware, Mass., to §t, 
Louis, Mo., detained at East St. Louis, IIL, before delivery t 
St. Louis. Asks reparation. 

No. 20043. Stevens Co., Inc., Albany, N. Y., vs. D. & H. et al. 

Rates and charges in violation of the first three sections of 
the act, on cord wood, slab wood and edging originating at points 
on D. & H. to West Albany, N. Y. Asks rates for future and 
reparation. 

No. 20044. Plunkett-Jarrell Grocer Co. et al., Little Rock, Ark., ys, 
Santa Fe et al. 

Rates and charges in violation of first three sections of the 
act, on salt from points in Kansas to Little Rock and other points 
in Arkansas. Asks reparation. 

No. 20045. Pickrel Walnut Co., St. Louis, Mo., vs. C. B. & Q. 

Illegal rates and charges on walnut logs from Woodhull and 
other Illinois points to St. Louis. Asks reparation. 

No. 20046. The Pensacola (Fla.) Chamber of Commerce vs. Alabama 
Great Southern et al. 

Rates in violation of sections 2 and 3 of the act, on scrap iron 
from Pensacola, Fla., to points in Alabama as compared with rates 
from Mobile, Ala. Asks rates for future. 

No. 20047. The Robinson Grain Co. et al., Colorado Springs, Colo., vs, 
Santa Fe et al. 

Unreasonable and unlawful rates and charges on salt from points 
in Kansas to Colorado Springs, Colo. Asks reparation. 

No. 20048. Western Carolina Shippers’ Assn. et al., Asheville, N. C,, 
vs. Southern. 

Rates in violation of sections 1 and 3 of the act, on bar iron 
from Knoxville, Tenn., to Asheville and Biltmore, N. C. Asks 
reparation. 

No. 20049. Jefferson Wood Working Co., Inc., Louisville, Ky., vs. L. 
& N. 

Rates in violation of sections 1, 3 and 6 of the act, on furniture 
stock from Louisville, Ky., to Athens, Tenn. Asks rates for fu- 
ture and reparation. 

No. 20050. T. T. Todd, Pensacola, Fla., vs. Chicago & Alton et al. 

Unreasonable rates on vegetables from points in Colorado to 
Pensacola, Fla. Asks rates for future and reparation. 


LOCATION OF CARS 


The percentage of home cars on home roads, Class I, as of 
September 1, was 66.1, according to the semi-monthly bulletin 
of the car service division of the American Railway Association. 
By classes of equipment the percentages were as follows: Box, 
59; refrigerator, 75.2; coal and coke, 69.2; stock, 85.5; flat, 77.3; 
tanks and others, 93.5. By districts the percentages for all 
classes of equipment were as follows: Eastern, 56.6; Allegheny, 
72.6; Pocahontas, 52.8; Southern, 65.1; Western, 71. 

The semi-monthly bulletin of percentages of freight cars 
on line to ownership, Class I roads, as of September 1, showed 
the following: Eastern district, 97.5 as against 94.9 a year ago; 
Allegheny, 98.9 as against 101.7 a year ago; Pocahontas, 76.8 
as against 80.6 a year ago; Southern, 94.5 as against 95.2 a year 
ago; Western, 102.3 as against 101.3 a year ago; all districts, 
98.1 as against 98 a year ago; Canadian roads, 97.7 as against 
98 a year ago. 


TELEPHONE COMPANY EARNINGS 


For the seven months ended with July, large telephone 
companies had an aggregate operating income of $134,758,011, 
as compared with $119,617,936 for the corresponding period of 
1926, an increase of 12.7 per cent, according to statistics pre- 
pared by the bureau of statistics of the Commission from re- 
ports of companies having annual operating revenues in excess 
of $250,000. For July the operating income was $17,339,190, an 
increase of $977,487, or 6 per cent over the income for July, 1926. 
The number of company stations in service at the end of July 
was 14,400,040, an increase of 812,838, or 6 per cent, as com- 
pared with the number at the end of July, 1926. The bureau 
said data for the Consolidated Telephone Company of Wisconsin, 
the Illinois Central Telephone Company, the Ohio Associated 
Telephone Company and the State Telephone Company of Texas 
were not available for inclusion in the report. 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables the week 
ended September 24 totaled 29,789 cars, as compared with 27,894 
cars (revised) the preceding week, and 28,841 cars in the cor- 
responding period of 1926, according to the Bureau of Agricul- 
tural Economics of the Department of Agriculture. 

“With the California grape harvest in full swing, and the 
harvesting of such major crops as apples, potatoes, cabbage 
and onions approaching its height, carlot movement gained 
momentum and reached a total of nearly 30,000 cars of 27 
products,” said the bureau. “This is the first time since June 
that output exceeded the record for the corresponding week 
last season.” 

Shipments the week ended September 24 were reported as 
follows: 


Apples, 2,864 cars; imports, 2 cars; cauliflower, 189 cars; cabbage, 
777 cars; cantaloupes, 316 cars; celery, 257 cars; cucumbers, 94 cars; 
grapefruit (new crop), 62 cars; old crop, 4 cars; imports, 149 cars; 
green peas, 39 cars; grapes, 9,282 cars; lemons, 104 cars; lettuce, 851 
cars; miscellaneous melons, 474 cars; mixed citrus fruit, 12 cars; mixed 
deciduous fruit, 222 cars; oranges, 729 cars; imports, 7 cars; mixed 
vegetables, 747 cars; onions, 1,339 cars; peaches, 1,477 cars; pears, 
1,287 cars; peppers, 88 cars; plums and prunes, 711 cars; spinach, 21 
cars; string beans, 38 cars; sweet potatoes, 902 cars; tomatoes, 1,044 
cars; watermelons, 88 cars; potatoes, 5,771 cars. 
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THE BALTIMORE & OHIO CHICAGO TERMINAL R.R. CO. 


(BALTIMORE & OHIO SYSTEM) 
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CHOICE INDUSTRIAL SITES 
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ADVANTAGEOUS LOCALITIES 
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Dependable Service 
Intelligent 
Cooperation 
and 
Neighborly Policies 
Prevail 


Trap Car Privileges; 
Thru Package Cars 
to all principal 
Centers; 
and 
Universal Switching 
4] to and from all lines 
entering Chicago. 





Excellent 
Labor Conditions 
to Meet 
the Most Critical 
Requirements 


Helpful assistance gladly extended and opportunity of 
submitting general and specific information solicited. 


J. M. McDERMOTT 
Industrial Agent 
208 Grand Central Station 
CHICAGO 


ADDRESS 


H. M. JOUVER 
General Freight Agent 
455 Grand Central Station 
CHICAGO 






































































































THE TRAFFIC WORLD 


Docket of the Commission 


Vol. XL, No. 14 








NOTE—lItems in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


October 3—Washington, D. C.—Examiner Faris: 
Valuation No. 960—In re Ri erty valuation of the property of the 
Denver & Rio song Age . ot al. 
October ay gg ton, D. C.—Examiner Hays: 
Valuation No, 1 In re Sosaiee valuation of the property of the 
Washington Terminal Co. 
October 3—Virginia, Minn.—Examiner Brennan: 
19501—John Arko et al. vs. A. T. & S. F. Ry. et al. 


October 3—Washington, D. C.—Examiner Potter: 
Valuation No. 1028—In re tentative valuation of the property of the 
Sandy Valley & Elkhorn Ry. 


October he D. C.—Examiner Johnston: 
Valuation No. in Tre tentative valuations - the properties of 
the St. Louis, Troy & Eastern R. R. Co. et 


Cuaher 3—Ft. Worth, Tex.—Examiners Money aad Esch: 
17000—Rate Structure st aa Part 8—Cottonseed, it prod- 
ucts and related articles. 

|. & S. 2820—Vegetable Oils and related articles in Official Classi- 
_— territory. 

- & S. 2759—Cottonseed and related vegetable products from South- 
ee territory to Central,, Eastern and Southern territories. 
1. & S, 2884—Vegetable Oils and Oil Foods from Texas to Ft. Wayne, 

ha and Buffalo, N. Y. 
1. & s. 2926—Vegetable Oils in Official Classification territory. 
14594—-American Linseed Co. vs. B. R. & 4 Ry. et al. 
14683—Spencer Kellagg & Sons vs. B. R. & P. ~~ et al. 
15425—International Vegetable Oils Co. et al. vs. & R. R. R. et al. 
16300 (and Sub. Nos. 1 to 3, incl.)—Armstrong Packing Co. vs. A. 
& S. Ry. et al. 
eee Assn. of Chicago Heights vs. B. & QO. R. R. 
et a 
17270 (and Sub. 1)—American Linseed Co. et al. vs. N. Y. S. & Ww. 
R. R. et al. 


17339—C. F. Simonins’ Sons vs. C. I. & W. R. R. et al. 
17457—Humphreys-Godwin Co., Inc., vs. A. & S. Ry. et al. 
18026—Arkansas Cotton Seed) Crushers’ Assn. vs. A. C. & Y. Ry. 


et al. 
= ee Cotton Seed Crushers’ Assn. et al. vs. A. & R. R. R. 


1 
18405—Interstate Cotton Oil Refining Co. vs. C. B. & a. +, . ba al. 
18841—Alabama Cotton Seed Crushers’ Assn. vs. L. 
18890—Lever Bros. Co. vs. B. & A. R. R. et al. 
18935—East St. Louis Cotton Oil Co. vs. A. & S. R. R. et al. 
19069—Arkansas Cotton Seed Crushers’ Assn. vs. C. R. I. & P. Ry. 


et al. 

19088—The Blanton Co. vs. A. & V. Ry. et . 

19141—The Refuge Cotton Oil Co. et al. vs. A. & V. Ry. ae al. 

19162—-The Southern Cotton Oil Co. vs. I. é "R. R. et a 

19165—The Procter and Gamble Mfg. Co. vs. A. & B. B. oF R. et al. 

19169 (and Sub. 1)—California-Arizona Ginners’ and Crushers’ 
Assn. et al. vs. Apache Ry. et al. 

19176—National Cotton Seed Products Corp. et al. vs. A. & V. Ry. 


et al. 
19194—-The Procter & Gamble Co. vs. + & S. Hy. = al. 
19245—The Procter & Gamble Co. vs. B. & O. R. et al. 


19270—The Southern Cotton Oil Co. vs. - A. R. R. et al. 
19307—National Cotton Seed Products Corp. vs. A. & N. W. R. R. 


et al. 

19325—The Southern Cotton Oil Co. vs. A. & R. R. R. et al. 

19336—Portsmouth Cotton Oil Refg. Co. vs. D. L. & W. R. R. et al. 

19533—East St. Louis Cotton Oil Co. vs. Sou. Pac. Co. et al. 

19551 (and Sub. 1)—Rome Soap Mfg. Co. vs. C. I. & W. R. R. et al. 

19642—Elberton Oil Mills vs. Virginia & Car. Sou. R. R. et al. 

19838—Frederick Cotton Oil Co. et al. vs. M.-K.-T. R. R. et al 
October 3—Ft. Worth, Tex.—Examiners Money and Esch: 
* 20068—Graco Milling Co. vs. A. & 8S. Ry. et al. (in connection with 
17000, part 8, cottonseed products). 
October 3—Dallas, Tex.—Examiner Walsh: 
19674—Dallas County, Tex., et al. vs. G. C. & S. F. Ry. et al. 
October $—Bitancapelie—Conimiasioner Meyer and Mackley and Hall: 

1. & S. 2956 (ist, 2nd, 3rd and 4th supplements)—Grain products be- 

tween points in Western Trunk Line territory. 
October 3—Chattanooga, Le a age ge McChord: 

19748—Ross Meehan Foundries vs. C. B. & Q. R. R. et al. 

I. & S. 2911—Ground Iron Ore and Mortar Colors, carloads, from 
Birmingham, Ala., Chattanooga, Tenn., and Knoxville, Tenn., to 
Southern points and O. & M. River Crossings. 

October 4—Washington, D, C.—Examiner Glover: 
Fourth Section Application No. 13182, filed by Seaboard Air Line Ry. 
Fourth Section Application No. 13185, "fled by Seaboard Air Line Ry. 
October 4—Washington, D. C.—Examiner Corbitt: 

Valuation No. 1034—In re tentative valuation of the property of the 
Long Fork Ry. 

October 4—Washington, D. C.—Examiner Molster: 

Finance No. 6514—Application of Naples, Seaboard & Gulf Ry. for 
authority to issue securities. 


Finance No. 6515—Application of Seaboard Air Line Ry. for authority 
to acquire control of the Naples, Seaboard & Gulf Ry. by purchase 
of capital stock. 

October 4—Dallas, Tex.—Examiner Walsh: 

ber —— Sub. 1)—Magnolia Petroleum Co. vs. A. T. & S. F. Ry, 
. 

October 5—Houston, Tex.—Director Bartel and Examiner Rice: 

17801 (and consolidated cases)—Rules for car-hire settlement. 


October 5—Knoxville, Tenn.—Examiner McChord: 
19146—Knoxville Freight Bureau et al. vs. Sou. Ry. al. 
Portions Fourth Section Applications No. 1563, 1572, ars: 1479, 1747, 
1837, 3965, 2045, 1952, 1561 and 1548. 
October 6—Argument at Washington, D. C.: 
Finance No. ——- - ication Muscle Shoals, Birmingham and Pens- 
acola R. R. for authority to acquire certain tracks. 
Finance No. 6231—Application Muscle Shoals, Birmingham and Pens- 
acola R. R. for authority to acquire certain tencks. 
October 6—Washington, D, C.—Examiner Brinkley 
Valuation No. 1046—In re tentative valuation * the property of 
the Chicago & Western Indiana R. R. 
October 6—Washington, D. C.—Examiner O'Neill: 
Valuation No. 1055—In re tentative valuation of the property of the 
Philadelphia, Bethlehem & New England R. R. 
October 6—Argument at Washington, D. C.: 
1. and S. No. 2855—Cotton from Gulf, Mobile and Northern stations 
to New Orleans, La. 
ar 2 gia Orleans Joint Traffic Bureau et al. vs. G. M. & N. R. R, 
eta 
1. and S. No. 2907—Granite, stone and marble, carloads, in New 
England territory. 
October 7—Washington, D. C.—Examiner Way: 
Valuation No. 1045—In re tentative athe: of the properties Ry 
the Belt Ry. of Chicago and Chicago, Peoria and Western R. 
October 7—Washington, D. C.—Examiner Molster: 
Finance No. 6359—A pplication of St. Louis, San Francisco & Texas 
Ry. for authority to acquire and operate the properties of Paris 
& Great Northern R. R., to assume certain obligations, and to 
issue capital stock. 
October ee at Washington, D. C.: 
I. and S. No. +. = Y stone from Kansas City, Mo., to points 
in Kansas on C. R. I. & P 
18908—Clay County Crushed Rone Co. et al. vs. Santa Fe et al. 
he yyy Brothers Rock Co. et al. vs. Santa Fe et al. 
. & S. No. 2761—Bananas from Gulf Ports to points in southern ter- 
* ritory and to Ohio River Crossings. 


October 8—Popular Bluffs, Mo.—Examiner Walsh: 
19482—East St. Louis Cotton Oil Co. et al. vs. B. & O. R. R. et al. 


October 8—New Orleans, La.—Director Bartel and Examiner Rice: 
17801 (and consolidated cases)—Rules for car-hire settlement. 


October 8—Atlanta, Ga.—Examiner eg 
19658—George C. Speir & ~ Inc., vs. 


S. & P. Ry. oet_al. 
19310 (and Sub. Nos. 1 to 8 


," incl. )—w. Vo! Hall vs. A. C. L. R. R. 


et al. 
19493—-George C. Speir & Co., Inc., vs. M. & O. R. R. et al. 
19618 (and Sub. 1)—Malone & McMillen, Inc., vs. S. A. L. Ry. 


19757—George C. Speir & Co., Inc., vs. S. AL. Ry. et al. 


October 10—Washington, D. C.—Examiner Weems: 
- & S. 2973 and first sup. order—Rules for body-icing vegetables 
from Southeastern territory. 
October 10—Washington, D. C.—Examiner Hendon: 
Valuation No. 1053—In re tentative valuation of the property of the 
Minnesota Transfer Ry. 
October 10—Detroit, Mich.—Special Examiner Rogers: 
19299—Railroad Commission of Wisconsin vs. A. & 
(further hearing). 
October 10—Washington, D. C.—Examiner Walter: 
-Valuation No. 976—In re tentative valuation of the property of 
the Alabama, Tennessee & Northern Ry. 
October 10—Atlanta, Ga.—Examiner Fuller: 
j 4& &. 2938—Rules governing weighing and reweighing of loaded 
and empty cars and tolerance allowance in the southeast. 
one, 11—San Francisco, Calif.—Special Examiner Aitchison: 
L.&S anit from Amargo, Calif., to Texas Gulf ports, for 
expor 
October 11—Atlanta, Ga.—Director Bartel and Examiner Rice: 
17801 (and consolidated cases)—Rules for car-hire settlement. 
October 12—Washington, D. C.—Examiner Walton: 
Valuation No. 1044—In re tentative valuation of the properties of 
the Arkansas & Memphis Ry. Bridge & Terminal Co. 
October 12—Argument at Washington, D. C.: 
i ae Slaughterers’ Traffic ‘Assn. et al. vs. N. Y. C. 
. R. eta 
we — Sub. Nos. 1, 2 and 3)—Swift & Company et al vs. Santa 
e eta 
17411 (and Sub. Nos. 1, 2 and 3)—Kennett Murray Livestock Buying 
Organization et al. vs. A. C. & Y. Ry. et al. 


R. R. RK. et al. 





DIRECTORY OF TRAFFIC MANAGERS, TRAFFIC 
AND COMMERCE EXPERTS AND SPECIALISTS 





Traffic Service a er 


THOMAS E. GRADY & CO., INC. 


Industrial Traffic Managers 
and Counselors 
SAVANNAH, GA. 
WEST PALM BEACH, FLA. 
TAMPA, FLA. 


MIAMI, FLA. 
ATLANTA, GA 


RUBIN & SEFF 


Commerce Attorneys 
Interstate and State Commissions 
150 Nassau St., NEW YORK, N.Y. 


LEO C. SEFF 


LEONARD’S GUIDE 


Freight —Express— Parcel Post 
Rates and Routing 


G. R. LEONARD & CO. 
15 East 26th St., New York. 155 No. Clark St., Chicago 
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IONS OF THE COMMISSION: 
y of the DECIS 
Boston Wool Trade Assn. vs. A. T. & S. F. et al.; case 17384; 
WOOL CRI 55656 ocs.0 sco aren sce e cua eeaaab ewes eres sales 7 
stations Erie R. R. Co. et al. vs. C. & N. W. et al.; case 18055; coal 
NU RR GICIIORS. CHEMOORTIIIOGD v.06 e660 siw ic trseetsewereesvindeyee es 7 
eT ae Federated Metals Corp. vs. P. R. R. et al.; case 17293; copper 
in New transit (mimeographed) ..........seeeeeeeeeeeeeees Bevesecees 7 
Purse aot vs. B. & O. et al.; case 18865; peaches (mimeo- 
MEM hc: 5 0:0 choses bn tsb neoenechesneae Vin senaesewineae ees toe ae 
rties of Groveier-Starr Produce Co. vs. C. R. I. & P. et al.; case 15831; 
ia. rs Ri Same vs. A. T. & S. F. et al.; tomatoes (mimeo- your traffic department needs 
OI oo: ax 6:4 6559 Glee Nia’ bie ois oisigia' olen os a eialo wiereceialceteiioarnalormniae 7 ° 
t Texas Live Stock Freight Bureau vs. A. T. & S. F. et al.; case 18565; a lift no matter how small a 
f Paris CHUL CRMOORTOMIOY  oriicics ce caeeescvecobinsecaseuinnelieseaom 7 - T; . 1 
and to National Pole Co. vs. G. N. et al.; case 17593; poles (mimeo- detail rans - Continenta 
MEE havea os viccalecleee aeiere maim aneetios sbatisieauice eouen onesies 7 F; ei ht ig a a t of our o 
Baldwin Hardware Co. et al. vs. Director General; case 17700; rél 1 T C- 
» points automobiles, otc. (mimeeSrapned) «.....<.<..0:00.0000:0:0004 000060008 7 4 p y 
al. Wall Rope Works vs. P. R. R.; case 17917; vegetable fibers i 
PAINE galt eiccasge dren & wheel eiwre se aianecsToneh aero eR aoleininig Wiats 7 ganization. 
rn ter- Hermann Oak Leather Co. vs. Cent. of Ga. et al.; case 18525; . 


tAaNMitig GRITACE CIMIMIOCORPADNGE) «0.0... 2.o5.60.0.5:0:0 000000 vecie ever 


Dyersburg Milling Co. vs. Director General et al.; case 17155; 
. et al. SERRE: “DGD TIPNGOBCRROE) 6oie ce scciscseeicccvcmesceeeaweners 


We gladly will act as your 





ee ‘ae agent or with you in assisting 
ne thes eee a en ee ee oe busy traffic executives. 
tinations; I. and S. 2887. (mimeographed)...........5e.seeee. 
-RR Pape, egy oe and a A Southern et al.; case 18275; cu- 
Fn arc ee rn ee 7 . 
Manufacturers’ Assn. of Chicago Heights vs. Chicago Heights Twenty-nine years forward- 
Terminal Transfer et al.; case 18710; sand (mimeographed). " « 
Southern Traffic and Audit Assn. vs. I.-G. N. et al.; case 18948; ing experience enables Trans- 
etables cotton fabTic GRIMNCOETAPREE) «2... ccccccccoscyevccnsecersee 783 C. ti t | F, a ht t 5 
ontinenta retg Oo give 
PROPOSED REPORTS IN 1. C. C. CASES... ..ccscccccccccscvvere ° ° 
“o that personal attention which 
on ak a err ern ere ret er ee eee ree reer makes our service always bet- 
oo MISCELLANEOUS TRAFFIC DECISIONS .................0-0005 ter and different—often saving 
FREIGHT RATES (Article No. 9)—By G. Lloyd Wilson........... shippers thousands of dollars 
loaded 
ini NN CN oii ciscedivdedcacbewiiarvadesccnees a year. 
ts, for 
: PEMOONOML. TOE WIS CINE MOTD once ccksccccicccwecdiccicncececscecs Ask our nearest branch 
BUESTIONG BIW AIRBUS. og oii. ccccie seg ccvievicesiescesicesiseiveeses 
ies of 
DOCKET GE THE COMTIIIBBIOIN qo. <5. cece dic ccntcccsiicvcesdceccsives bd ° 
cia Trans-Continental Freight Co. 
Santa General Offices: 7 So. Dearborn Street, Chicago 
oir Eastern Offices: 393 Seventh Ave., New York City 
wns [} THE TRAFFIC SERVICE CORPORATION seca 
es WASHINGTON CHICAGO Boston, Mase. Minneapolis, Minn. 
MILLS BUILDING 418-430 S. MARKET STREET Buffalo, N. Y. Philadelphia, Pa. 
Phone, Main 3840 Telephone, State 8635 Cincinnati, Ohio Portland, Ore. 
Cleveland, Ohio St. Paul, Minn. 
Denver, Colo. Salt Lake City, Utah 
— Detreit, Mich. San Francisco, Cal. 
Los Angeles, Calif. Seattle, Wash. 


Consolidators of machinery, merchandise, 
household goods, automobiles, etc., 
for more than 29 years. 
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Manufacturing Sites and Buildings 


CHICAGO DISTRICT 


AT LOW RENTALS 


LOCATED IN 


A Modern Industrial Center Planned Especially 
For Warehouse and Factory 


Private Switchtrack from Belt Railway of Chicago 
Universal Less Than Carload Service In and Outbound 
Chicago Rate Basis 
Open Shop Labor Conditions 
Low Taxes 
Sewers, Water, Gas, Electricity and Paved Streets 


The Clearing Industrial District is now prepared to rent fenced in switchtrack 
property of any size with watchmen service for the storage of contractors equip- 
ment and miscellaneous materials for outside storage with locomotive crane 
service available at reasonable rates. 


RESPONSIBLE CONCERNS ARE INVITED TO INVESTIGATE 


WILL BUILD TO SUIT ON LONG TERM LEASE, OR 
PURCHASE CONTRACT 


The Clearing Industrial District 


OF CHICAGO 
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The Belt Railway ——— of Chicago 


INDUSTRIAL DEPARTMENT 


SUICP TONIC, aaa 
PHRASE a 
ee anik: t na asa 


me Saver 


[LJabor—All Kinds Available 
[We Want You With Us 
[Allive to Your Requirements 
~ [¥]Jesterday, Today, Tomorrow— 
Always the Best 
[C]o-operative Policy 
[O]nly Forty-six Years’ Experience 


WMA 


Tee | t7/ 
ait, 4 


ZAG ACE 


E 
aN . yu 
ees! K is 
fs ANZA 
The knowledge of Industry’s requirements and ‘ i a / 


ability to meet them through character service iN : i we) | LIN 
ee in your determination of re iN a I! boy \ - 
a locatio 5 4 i . f=). hs Pp Lane Ford 
\ BDA ware Ww 
ieee} L_f___A 7; q ; S 


With an experience obtained through over forty 
years of constant contact with such problems, 
we have provided the necessary facilities which 
enable us to render such service. 


Character Service, Chicago rates applicable to 
= from all ia ati ons, direct connection and 

rchange arrangement with all trunk lines 
pie a location on The Belt Railway Company 
of Chic — comparable with one served by all 
ailroads entering Chicago. 


Our aim is to — je assistance and toward 
th at end we plac elves unreservedly at your 
isposal. 


J. F. HOGAN, Vice President J. H. BROWN 
Dearborn Station Traffic and Industrial Manager 
Chicago Dearborn Station 
Telephone Harrison 3690 Chicago 
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KEYSTONE WAREHOUSE 
OF BUFFALO, N.Y. 
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The Chain of Tidewater Terminals 


and 
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Allied Inland Warehouses 


BOSTON 
BOSTON TIDEWATER TERMINAL, Inc. 
J. M. Hoffman, V. P. & Gen’l Mgr. 
666 Summer St., Boston 
Adequate, modern dockage facilities, direct 
rail connection all railroads — direct dis- 
charge ship to cars and cars to ship—storage 
direct from ship —no transfer or trucking 
charge. A mile of berthing space — Piers 
100 feet wide. Open storage 
for lumber, pig iron and 
similar bulk cargoes. 















BUFFALO 


KEYSTONE WAREHOUSE CO. 
Seneca and Hamburg Streets 


panies. 
l car distribution and cartage 
acilities. 
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PHILADELPHIA 
PHILADELPHIA TIDEWATER 
TERMINAL 
G. M. Richardson, Gen. Mgr. and 
Treasurer 
10 Chestnut St., Philadelphia 


Berths for 15 largest ocean cargo carriers 
—2 reinforced concrete and steel fireproof 
warehouses—over one million sq. ft. covered 
storage space available — Lowest insurance 
rates — Exceptional facilities for handling 
both general and bulk cargoes — No light- 
erage — Railroad storage yard 500-car ca- 
pacity — Tracks extend entire length all 3 
piers — 25 acre yard adjacent to piers for 
storage and distribution of lumber. 





Shippers: 


All structures are concrete and steel, completely sprinkler protected, affording greatest safet 
, gle Unit Policy of sauninisetion under ; 





































The above means great money saving to you. 






NEW YORK 
ATLANTIC TIDEWATER TERMINALS 
G. W. Green, V. P. & Gen’l Mgr. 
17 State St., New York 

Two modern fireproof double-decked piers, 1820 ft. 
long, 150 ft. wide—located foot 58th St., Brooklyn— 
within free lighterage limits, affording shipments via 
_all railroads—slips 250 ft. wide—Quicker docking and 
undocking, faster arrival and departure. Best labor 
conditions—Faster loading and discharging—Less 
stevedoring costs. No lighter or barge detentions— 
No I trucki No pling—Maxi- 
mum dispatch. "Bicepoeet storage di- 
rect from ship—No = or 


transfer charge. Reasonable stor- 
age and handling charges. 


PHILADELPHIA 


MERCHANTS WAREHOUSE CO., 
10 Chestnut St., Philadelphia, Pa. 
Snowden Henry, Supt. 
Eleven mammoth warehouses, with 
floor area of 1,300,000 square feet, 
served by Penn. R. R. sidings. Larg- 
est operators of public warehouses 
in Philadelphia. Equipped to fur- 
nish any kind of service incident to 
handling of package freight on L. 
C. L. shipments. Low insurance. 


NORFOLK 
NORFOLK TIDEWATER 
‘ TERMINALS, INC. 

. 00 ir, 
Nerfelk, Va. ” 
Three piers, each 1300 ft. long—4 open 
bulkhead berths—8 warehouses with 2,200,- 
000 sq. ft. space — Warehouses served by 
depressed tracks and concrete drives. 
Receiving, delivering and classification 
yards have over 4,000-car capacity — Every 
modern device for rapid and economical 
handling, all classes of cargo— Forty 
acres open storage space for lumber, metals 
and ores. No lighterage. Served by Nor- 
folk’s eight Trunk Lines. 


and security with lowest possible insurance rates. Our 


management specializing in the operation of terminal and warehouse f. 
ards of service to vessels and shippers alike. Our service costs no more — why pay as much for less? 
Write or telephone the company nearest to you and our rates and arrangements will be promptly 


furnished, together with descriptive illustrated folder. 
HARVEY C. MILLER, President 
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319 Commercial Trust Building, Philadelphia, Pa. 





NEW YORK 




































Liberal advances on stored goods. » 
















Read carefully — then direct 
your freight to be delivered to these splendid terminals, ona warehouses. 


ties insures uniform stand- 


NORFOLK * 
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Great Northern Railway s 


Reputation as “A Dependable Railway” 
Offering 





Unsurpassed Service Between 


St. Paul, Minneapolis, Duluth, Superior, Sioux City, 
Winnipeg, Billings, Butte, Spokane, Portland, Seattle, 
Tacoma and Intermediate Points. 


Has been made possible by First-class Equipment, Perfect Road- 
bed, Automatic Electric Block Signals, Modern Motive Power, 
including Oil-burning and Most Powerful Motor Generator Elec- 
tric Locomotives. 


 ASNOHTUVM SINVHIYAW 


Route of the 
New Oriental Limited 
A train of extra quality but no extra fare 


Daily between Chicago and the Pacific Northwest 


A. J. Dickinson 
Passenger Traffic Manager 
St. Paul, Minn. 


G. H. Smitton 
} Freight Traffic Manager 
St. Paul, Minn. 





H. G. Dow M. J. Costello 
Assistant General Freight Agent Western Traffic Manager 
New York City Seattle, Wash. 


T. J. Shea, Assistant General Freight Agent, 79 W. Monroe St., Chicago, IIl. 


Great Northern Railway 












October 8, 


THE TRAFFIC WORLD Vol. XL, No. 5 


YANKEE LINE 
Rogers & Webb 
110 State Street, Boston, Mass. 


North Atlantic to German ports 


AMERICA FRANCE LINE 
Cosmopolitan Shipping Co., Inc. 
42 Broadway, New York City 

North Atlantic to French Atlantic ports 


AMER, PALMETTO LINE 
South Atlantic S. S. Line 
Bay St., East, Savannah, Ga. 


S. Atlantic ports to United Kingdom 
and Continental European ports 


AMERICAN ORIENTAL MAIL LINE 
Admiral Oriental Line 


1519 Railroad Ave., South 
Seattle, Wash. 


AMERICAN 
AUSTRALIA ORIENT LINE 
Swayne & Hoyt, Inc. 


430 Sansome St., 
San Francisco, Cal. 


Pacific Coast ports to Australia, New 
Zealand, Orient, Straits Settlements 


Passenger Services — Included in these services are 

the speedy passenger vessels of the United States 

Lines sailing from New York to principal European 

ports, also the American Merchant Lines ships which 

sail weekly between New York and London carrying 

a limited number of passengers at remarkably reason- 
able rates. 


Puget Sound ports on Pacific coast to 
China, Japan and Philippine Islands 
TEXAS UKAY LINE 
Texas Oceanic S. S. Co., Inc. 


Cotton Exchange Bldg. 
Galveston, Texas 


Texas ports to United Kingdom ports 


SERVICES 


AMERICAN FLAG 


AMERICAN DIAMOND LINES 
Black Diamond S. S. Corp. 

67 Exchange Place, New York City 
North Atlantic Ports to Rotterdam, 
Holland, and Antwerp, Belgium 
DIXIE UK LINE 
Dixie Steamship Co. 
Whitney Central Bank Bldg., 


New Orleans, La. 
New Orleans to United Kingdom and 


Irish Ports 
AMERICAN WEST AFRICAN LINE 
A. H. Bull & Co., Inc. 
40 West Street, New York City 


North Atlantic and Gulf ports to west 
coast of Africa, including Azores, Canary, 
and Madeira Islands 
AMERICAN MERCHANT LINES 
J. H. Winchester & Co., Inc. 

17 Battery Place, New York City 


Passenger and freight services to United 
ingdom ports 


AMERICAN INDIA LINE 
Roosevelt S. S. Co., Inc. 
16 Beaver Street, New York City 


North Atlantic ports to Indian ports 


ATLANTIC AUSTRALIAN LINE 
Roosevelt S. S. Co., Inc. 
16 Beaver Street, New York City 


New York to Australian ports 


Periodically the above two lines combine on an 
around-the-world service via the Suez Canal. 


DIXIE MEDITERRANEAN LINE 


Dixie Steamship Co. 


Whitney Central Bank Bldg. 
New Orleans, La. 


New Orleans to Mediterranean ports 


GULF BRAZIL RIVER PLATE LINE 
Mississippi Shipping Co., Inc. 


Hibernia Bank Bldg., 
New Orleans, La. 


Gulf ports to Brazil and River Plate ports, 
east coast of South America 


GULF WEST 
MEDITERRANEAN LINE 


MISSISSIPPI VALLEY- 


E exceptional freight services provided 

by the lines operated for the United 

States Shipping Board to all parts of the 

world have won the hearty approval and 

steady support of experienced and pro- 
gressive American shippers. 

These services comprising 26 lines and 
over 300 ships, sail from Atlantic Coast, 
Pacific Coast and Gulf Ports to ports in the 
United Kingdom, Irish Free State, Conti- 
nental Europe, South America, the Orient, 
Dutch East Indies, Australasia, India and 
Africa—carrying their cargoes promptly and 
safely to their destinations and aiding 
American shippers materially in the expan- 
sion of their export trade. 


For complete information on either freight or pas- 
senger services as to rates, ships, dates of sailing, etc., 
write to 


UNITED STATES 
SHIPPING BOARD 


Merchant Fleet. 
Corporation. — 
WASHINGTON, D. C. 


EUROPEAN LINE 


MOBILE OCEANIC LINE 


AMERICAN PIONEER LINE 
ATLANTIC DIVISION 


Roosevelt S. S. Co. 
16 Beaver St., New York City 
N. Atl. ports to Orient and Dutch E. I. 


GULF DIVISION 
Tampa Interocean S. S. Co. 
Whitney Bldg., New Orleans, La. 
Gulf ports to Orient and Dutch E. I. 


TEXAS MEDITERRANEAN LINE 
Texas Oceanic S. S. Co., Inc. 
Cotton Exchange Bldg. 
Galveston, Texas 


Texas Ports to Mediterranean ports 


AMERICAN REPUBLICS LINE 
C. H. Sprague & Son, Inc. 
33 Broad St., Boston, Mass. 

N. andS. Atlantic ports to Brazil and River 
Plate ports, east coast of South America 
OREGON ORIENTAL LINE 
Columbia Pacific Shipping Co., Inc. 
Porter Building, Portland, Ore. 
Columbia River ports on Pacific Coast to 
China, Japan, and Philippine Islands 
ORIOLE LINES 
Consolidated Navigation Co. 


Citizens National Bank Building 
Baltimore, Md. 


North Atlantic ports to west coast of 
United Kingdom and Irish ports 
SOUTHERN STATES LINE 

Lykes Bros.-Ripley S.S. Co., Inc. 


925Whitney Central Building 
New Orleans, La. 


New Orleans and Texas ports to German 
and Holland ports 
TEXAS STAR LINE 
Lykes Bros.-Ripley S. S. Co., Inc. 


925 Whitney Central Building 
New Orleans, La. 


Texas ports to French and Belgian ports 


Elmira 
Erie 

Fort Way 
Fostoria 
Grand R 


Louisvill 
Memph 
Mitwauk 
Minnea; 
Muncie 


Sagina 
Saint | 
Saint | 
San F 
Seattl 
*Scrant 
South 
Spoke 
Syrac 


Waterman S. S. Corp. 
Mobile, Ala. 


Tampa Interocean S. S. Co. 


919 Whitney Building, 
New Orleans, La. 


Mississippi Shipping Co., Inc. 
Hibernia Bank Building 
New Orleans, La. 


Gulf and S. Atl. to Portuguese, Spanish, New Orleans to French Atlantic 
and North African ports (west of Bizerta) and Belgian ports 


UNITED STATES LINES 
45 Broadway, New York City 


Passenger, mail, and freight services to 
England, Ireland, France and Germany 


Mobile and Eastern Gulf ports to 
United Kingdom and continental 
European ports 
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TO 
Second Morning 
Sich “ 
Fourth ” 
Third 
Fourth 


Second 
Sixth 


Grand Rapide 
Indianapolis 


Fourth Morning 
Fifth oe 


Twelfth “ 
Louisville Fourth “* 
Memphis Sixth 
Milwaukee Filth 
Minneapolis Sixth 
Muncie Fourth 
Nashville Fifth 
Omaha Sixth 
Oswego Second Afternoon 
Peoria Fourth Morning 
Pittsburgh Third 
Port Huron i 
Portland Thirteenth ** 
Rochester Second 
Saginaw Fourth 
Saint Louis iss 
Saint Paul Sixth 
San Francisco Fourteenth ‘‘ 
Seattle Thirteenth “‘ 
"Scranton i 
South Bend 
Spokane 
Syracuse 
Toledo 
Toronta 
Utica 
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LACKAWANNA RAILROAD 


Through Merchandise Service from all Greater New York and 
New Jersey Stations to Principal Distributing Centers Enumerated Below 


Loaded into Through Cars and Dispatched from New York Transfer Without Delay 


' NEW P| 
TRANSFER 


FROM 


Ampere 

Bloomfield 

Boonton 

Clifton 

Delawanna 

Harrison 

Hoboken City 

Hoboken Shore Railroad 
Jersey City 

Lyndhurst 


And other New Jersey points 


Sth St. 
fiariem Transfer 


= 


dong Island City 


— <4" 
— 


‘allabout 


sethemag. LV 


os? ay St. 


Y Docks 


YO Cae 


Sth St. 
Bush Docks 


Corresponding Service 
given to shipments loaded 
to the platforms of connect- 
ing roads destined to points 
beyond those named herein. 


Similar service is effec- 
tive via Lackawanna from 
Philadelphia and other 
Reading Railroad points, 
also from points on the 
Central Railroad of New 
Jersey, via Scranton, Pa., 
Transfer; also from Boston 
via Boston & Maine-Dela- 
ware & Hudson and Bing- 
hamton, and via New York, 
New Haven & Hartford and 
Port Morris, N. J. 


Daily passing reports in 
the possession of all Lacka- 
wanna Agents enable imme- 
diate and complete infor- 
mation to customers. 


Not Necessary to Designate Any Special Station, 
Pier or Train. 


Simply Route “LACKAWANNA” 


“Firs! Morning from New York Piers and Hoboken Cily. 


The foregoing diagram has proved of ines- 
timable value to the Trade, showing as it does 
what the Lackawanna Railroad is doing in the 
way of assembling shipments into through 
cars for the destinatjons named. 


Advantages: Quick service, advance infor- 
mation to agents concerning location of ship- 


ments, facilitation of tracing; prompt turn- 
over of investment. 


If any other locality is interested in move- 
ment of 10,000 Ibs., or more, of merchandise 
per day from New York, Metropolitan District, 
the Lackawanna will consider inauguration of 
through merchandise car therefor. 


LACKAWANNA AGENCIES ST. PA 


BOSTON 

80 Federal Street 
BROOKLYN 

32 Court Street 
BUFFALO 

Lackawanna Terminal 
CHICAGO 

111 ba Jackson Blvd. 
CINCIN 


CLEVELAND 
310 Park Building 


ATI 
4th National Bank Bldg. 


DETROIT 

1st National Bank Bldg. 
EASTON, PA. 

402 Nerthampton Street 
INDIANAPOLIS 

410 Guaranty Building 
KANSAS CITY 

Railway Exchange Bldg. 
MILWAUKEE 

1316 Majestic Building 
MINNEAPOLIS 

Metropolitan Life Bldg. 


NEWARK 

786 Broad Street 
NEW HAVEN 
39 Church Street 
NEW YORK CITY 

302 Broadway 
PHILADELPHIA 

1302 Finance Building 
PITTSBURGH 

503 Park Building 


ST. LOUIS 
112 North 4th Street 


UL 
601 Merchants Bank Building 
SAN FRANCISCO 
823 Monadnock Bldg 
SCRANTON 
Lackawanna Station 


SEATTLE 
1312 L. C. Smith Bldg. 
SYRACUSE 
Lackawanna Station 


TOLEDO 

1404 2nd National Bank Bldg. 
TORONTO 

1602 Royal Bank Bldg. 
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THE INLAND WATERWAYS CORPORATION 
The Secretary of War, Governor Major General T. Q. Ashburn, Chairman of the Board 


Operating the 
Mississippi-W arrior Service 
FEDERAL BARGE LINE 


REVIVAL OF FREIGHT SERVICE 
ON THE UPPER MISSISSIPPI RIVER 


Th 


The first tow proceeding northward from Saint Louis, Mo., August 15, 1927, en route to Mitineapolis and Saint Paul, Minn. 
Two of the four barges here pictured contained sugar loaded at New Orleans, La., destined the Twin Cities, on which the saving in 
freight charges was $3.20 per ton. Another barge contained beverage, feed, hardware, paper and miscellaneous package freight 
shipped by Saint Louis distributors. The fourth barge carried 225 tons of Agricultural Implements from Rock Island, IIl., to 
Minneapolis. 


Service north of Saint Louis will continue with weekly sailings until the close of navigation about November 15th, reopen- 
ing in the Spring. 

Rates for all-water movement are approximately 20 per cent less than the corresponding rates by rail. In addition, there 
are now available joint rail-barge rates from Chicago and points in Illinois, Iowa and Missouri via Dubuque, Ia., and the Federal 
Barge Line to Minneapolis and Saint Paul, also rail-barge-rail rates from the same territory to Fargo, N. D. 

Through bills of lading may be obtained in all cases. When in possession of the Barge Line freight is insured against 
the usual fire and marine risks, also against the so-called acts of God. 


Your competitors are using the Barge Line increasingly and with growing satisfaction. 
All inquiries are promptly and courteously answered. You can address the nearest representative. 


New Orleans, La., Dallas, Tex., Memphis, Tenn., New Orleans, La., 
200 Board of Trade Bldg., 2610 S. Ewing Ave., 1201 Cotton Exchange Bldg., 200 Board of Trade Bldg., 
J. W. Mooney, Asst. to T. M. L. W. Carson, Trav. Frt. Agt. C. E. Becker, General Agt. L. I. Bourgeois, General Agt. 
Birmingham, Ala., Chicago, IIl., Minneapolis, Minn., Saint Louis, Mo., 
822 Brown Marx Bldg., 521 Austin Bldg., 523 Marquette Avenue, 244 Customhouse, 
N. W. Guice, General Agt. H. E. Ruddiman, Asst. to T. M. Spencer Gibons, Asst. G. F. A. F. C. Reilly, Asst. to T. M. 
Chicago, IIL, Houston, Texas, Mobile, Ala., Saint Paul, Minn., 
521 Austin Bldg., 260114 Isabella St., 315 Van Antwerpt Bldg., 1417 Pioneer Bldg., 
Willis Warren, General Agt. J. H. Golden, Commercial Agt. H. M. Wilson, Commercial Agt. Elmer H. Cordes, Gen. Agt. 
Cincinnati, Ohio, Los Angeles, Calif., New Orleans, La., San Francisco, Calif., 
307 Greenwood Building, 807 Pacific Electric Bldg., 320 Custom House, 415 Customhouse, 
W. F. Johnson Comm. Agt. C. G. Krueger, Commercial Agt. W. M. Hough, G. F. A. T. B. Esty, Pac. Coast Rep. 
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BAY WAY 


IN THE PORT OF NEW YORK 


The “New-Way” offers unlimited Terminal facilities for WAREHOUSING, DISTRIBUT- 
ING, ASSEMBLING, SHIPPING, TRUCKING and MANUFACTURING. 

The Terminal provides modern commercial fire-proof, sprinklered, re-inforced concrete 
buildings for warehousing, distributing and manufacturing plants. The buildings have adequate 
freight platforms and direct railroad sidings at car-door level. There are also deep water docks to 
accommodate waterborne freight of all kinds. The marine and specific fire insurance rates are the 
lowest obtainable. 

The INDUSTRIAL TERMINAL of TODAY ASSURES its Shippers and Manufacturers 
economy through concentration of operation not attainable through any other means. 


~F 


NewYork SERVICE with New Jersey ECONOMY 
TERMINAL NEW YORK OFFICE 
BAYWAY (ELIZABETH) N. J. 25 CHURCH STREET, N. Y. C. 
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